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Electric Power for Passenger Cars 


HE use of electric refrigeration for diners, and the 

experiments being made with air conditioning for 
cars, indicate a possible new set of requirements for 
power supply on passenger cars. Axle-belt drive of gen- 
erators mounted under the care is generally satisfactory 
for generators up to five kilowatts capacity, but the power 
requirements of specially equipped cars will exceed this 
amount. Two generators are required to provide for air 
conditioning, ice-box refrigeration and lighting of a 
dining car. Such generators are available and are being 
tried with direct gear and shaft axle drive. This may 
be satisfactory, insofar as operation is concerned, but 
the first cost, of necessity, must be high. 

There has been an almost constantly increasing demand 
for electric current on passenger cars. Axle generator 
sizes have gradually increased since the inception of 
car lighting. Locomotive train lighting has been developed 
for suburban and through train service, and experiments 
are now being conducted for the purpose of supplying 
much larger amounts of power from the locomotive or 
tender. These experiments offer interesting possibilities. 
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Naturally they necessitate the working out of a number 
of new problems, but the idea is feasible and it is con- 
ceivable that passenger trains of the future may even 
carry what may be termed power tenders to supply all 
of the passenger train requirements. 


Chairman McManamy 
of the I. C. C. 


T IS a matter of noteworthy significance that this is 

the first time in the history of the Mechanical con- 
ventions that a chairman of the Interstate Commerce 
Commission has honored the occasion by his presence. 
Not only this, but Chairman McManamy has spent sev- 
eral days here, in order to meet the group and also to 
orient himself before preparing the address which he is 
to make before the Mechanical Division this morning. 
We are specially honored because, while Mr. McManamy 
enjoys being here and visiting with his friends, he is this 
year, as chairman of the Commission, an exceedingly 
busy man and would have been fully justified had he sent 
his regrets to the invitation of the Mechanical Division 
to address it. His presence here is undoubtedly largely 
due to the fact that he realizes that the men in the me- 
chanical and purchases and stores departments, as well 
as the railway supply manufacturers, are vitally inter- 
ested in the activities of the Commission, and that both 
the Commission and the above-mentioned interests can 
mutually profit by closer and more intimate contacts. 

Chairman McManamy is keenly desirous, in a con- 
structive way, of assisting anyone and everyone who may 
require information or assistance from the Commission. 
Few public men work harder or give more freely of their 
time and strength. While it is true that from physical 
appearances this strenuous life seems to agree with Mr. 
McManamy, it is undoubtedly due to the fact that his 
philosophy of life in trying to be of assistance and help 
wherever he can, may be an antidote to the effects which 
long working hours and hard work have on people who 
do not go into their task in the spirit of playing a game 
and of trying to be a help and inspiration to their fellows. 


An Arduous Task 
Well Performed 


EGARDLESS of the great variety of arguments, 

pro and con, about the advantages and disadvantages 
of the Municipal Auditorium as the headquarters of the 
conventions, one point is quite generally agreed upon— 
and that is that the Enrollment Committee, in spite of 
petty annoyances and misunderstanding caused by a strict 
interpretation of door rules, which was quite unknown 
on the Million Dollar Pier except during the formal en- 
tertainment programs, has made an unusually creditable 
and satisfactory performance. It has been on the job 
continuously—someone has always been at the desk 
during the day and evening to look after the registration 
of newcomers, and it has been done with a smile. The 
conventions have grown to such great proportions and 
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so many details are involved in looking after the comfort 
and convenience of the members of the various organ- 
izations and their guests, that many members of the rail- 
road supply fraternity are called upon to give much time 
in performing tedious and arduous tasks. This is not- 
ably true of the work of several of the committees, but 
is particularly so of those who are called upon to work 
at the registration or enrollment booth. The innovation 
this year of having it open at all hours has greatly in- 
creased the demands upon the members of that Com- 
mittee, but it has made a large contribution to the smooth 
running of the convention and to the convenience of 
many individuals. 


Electrical Division? 


HE Mechanical Divison will receive two reports 

on electrical subjects, namely, that of the committee 
on electrical rolling stock and that of the committee on 
locomotive and car lighting. The Association of Rail- 
way Electrical Engineers, which holds a one-day semi- 
annual meeting at the Hotel Dennis, receives ten progress 
reports on electrical subjects, the annual meeting being 
held in October. The Electrical Section, Division IV, 
Engineering, A. R. A., which holds its meetings in the 
fall, also receives a large number of reports on electrical 
subjects. 

Of necessity, there is a certain amount of overlap in 
the work done by the three groups. This is controlled 
in part by presenting the report of one committee to 
more than one association. Unfortunately a number of 
men must attend more than one group of meetings and 
the requirements of the mechanical and engineering de- 
partments are not coordinated. The fundamental diffi- 
culty lies in the fact that the electrical men on some rail- 
roads are in the mechanical department and on others 
in the engineering department. In most cases they 
serve both departments, but in association work their 
efforts are divided. 

As the number of electrical applications in railroad 
service increases, the need for effective coordination in 
association work becomes increasingly important. It 
would seem that the work could be most effectively 
handled by one group, but this group should have free- 
dom of action, should be endorsed by both the mechani- 
cal and engineering departments, and should have the 
prestige of affiliation with the American Railway 
Association. 


A Coming Process 
in Car Construction 


[THIN a relatively brief period many changes 

have taken place in the processes and materials 
employed in car and locomotive construction. Steel 
castings have so largely replaced the forgings formerly 
employed that the old-fashioned railroad blacksmith has 
hecome practically an extinct species. Fusion welding 
has largely replaced previous processes and is now so 
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extensively employed in railroad repair work that when 
one stops to think he wonders how the work could have 
been done in a reasonable length of time before its in- 
troduction. In many industries fusion welding is em- 
ployed economically in fabricating and building up 
structures consisting of plates, shapes and castings. It 
is being increasingly employed in the building industry, 
and in locomotive shops it is used in the construction 
of boilers, locomotive tenders, cabs and various detailed 
parts. 

To many a thoughtful railroad mechanical man one 
of the most interesting of the many important exhibits 
to be found at this year’s convention is the Baltimore & 
Ohio 95-ton hopper coal car, which was designed and 
built by the railroad in its own shops. Coupled with 
many interesting features of its design is the substitution, 
wherever apparently possible, of fusion welding for 
riveting and bolting in the superstructure of the car. 
The result is a most interesting assemblage of sheets, 
shapes and steel castings. The general appearance is 
attractive ; the surfaces are smooth and lend themselves 
well to self-clearing of the lading. There is an indica- 
tion of both stiffness and strength about the car body 
that would indicate a long life and extended freedom 
from shopping for running repairs. Having in mind 
the remarkable developments that have been made in 
fusion welding processes and the apparatus now avail- 
able, an inspection of this car inevitably leads one to 
wonder if it is not a forerunner of what will before 
long become general practice. It would seem as though 
other roads and car builders were well warranted in 
giving this process extended investigation and test. 


A New Definition 
of a Hot Box 


N 1928, on the recommendation of the Committee on 

the Lubrication of Cars and Locomotives, the Asso- 
ciation adopted a standard method of reporting hot boxes 
and defined a hot box as a box heated above normal 
temperatures so as to require setting the car out, or re- 
quiring treatment to take the car to terminal. Two years 
have elapsed since that action was taken. During that 
time considerable progress has been made toward im- 
proved car journal lubrication and the elimination of hot 
boxes. Radical changes have occurred in operating 
methods, such as main-tracker operation of freight trains 
and reduction of the number of inspection points and rip 
tracks. All this has added complications to the hot-box 
problem, and the situation, as it exists today, requires a 
more specific definition and the compilation of more ex- 
acting hot-box records. 

The human element in hot-box prevention is some- 
thing which can never be exactly evaluated and always 
brings an element of uncertainty into the problem. The 
principal concern of the operating department is to get 
trains over the road with the fewest possible delays. On 
the other hand, the mechanical department is not only 
interested in reducing the number of delays to freight 
and passenger trains on account of mechanical defects, 
but is also interested in keeping its maintenance costs to a 
minimum. 

Treating a hot journal is an expense in labor and ma- 
terial whether or not the train is delayed, or the car set 
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out or hauled to the next terminal. Would not a defi- 
nition of a hot box as one heated above normal temper- 
atures requiring treatment, not only better meet the re- 
quirements of the mechanical department than that of the 
present A. R. A. definition, but, at the same time obtain 
the objectives of the operating department? It would 
eliminate the human element and give the mechanical de- 
partment a record with which it could better check the 
effectiveness of its inspectors and journal-box packers. 
The fact that many roads are now compiling their hot- 
box figures on the basis of the suggested definition, is 
further evidence that the present A. R. A. definition of 
a hot box does not entirely meet present-day operating 
conditions. 


Draft Gear Recoil 
Limit Tentative 


HE report of the Sub-Committee on Draft Gears 

was presented at Friday’s session of the Mechanical 
Division by H. W. Faus, engineer of tests of the New 
York Central, who interjected some comments regard- 
ing recoil, while reading the report, which may well be 
emphasized. Mr. Faus said that the committee concedes 
frankly that it has no adequate facts upon which to fix 
a hard and fast limit for recoil, and that the arbitrary 
limit of 20 per cent, embodied in the specifications, was 
included and is marked in the specifications as, “tenta- 
tive, subject to further investigation.” It is generally 
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known that excessive recoil in draft gears is objection- 
able, but whether 20 per cent is satisfactory and some 
higher per cent unsatisfactory is yet to be determined. 
Mr. Faus maintained that it is not the intention of the 
committee to reject any gear for the sole reason that it 
has over 20 per cent recoil with a 27,000-lb. tup, unless 
and until the committee has obtained definite facts, not 
now established, that such recoil is harmful. 

The question of recoil involves interrelation of this 
and other characteristics of the draft gear. As is fre- 
quently the case, the final adjustment of these relation- 
ships involves a compromise between the various charac- 
teristics in which care must be taken that one be not given 
undue weight, at a sacrifice of others. 

In actual practice the per cent of recoil is closely re- 
lated to the proportion of spring capacity to total capac- 
ity. Obviously, a relatively high spring capacity will re- 
sult in a more sensitive cushioning effect, which in itself 
is a desirable characteristic. On the other hand, too high 
a percentage of recoil will involve too great a loss of 
absorption, and will probably be associated with undesir- 
able surging in the train. It has never been clearly 
demonstrated that too much absorption may not lead to 
excessive accumulation of slack with resulting shocks as 
destructive as those produced by the surging effect of 
too high a percentage of spring capacity. 

This is not a question for theoretical determination 
It is a question of fact, and the best compromise can only 
be determined by track tests of cars equipped with draft 
gears, in which this relationship is varied. It may be 
assumed that one of the most important efforts of the 
committee during the coming year will be to make a 
thorough study of these relationships. 


The Program for Today 


N addition to the Mechanical Division, which will 
Tov its fourth session this morning, the semi-annual 

meeting of the Association of Railway Electrical En- 
gineers will meet in the Hotel Dennis. 

The Exhibition Hall will be open until six o’clock in 
the evening and buses will be run from the Auditorium 
to the track exhibits at 15-minute intervals, as noted 
elsewhere. 


Mechanical Division 


The Mechanical Division will meet in the room to the 
right of the stage in the exhibit hall at 9.30 a. m., day- 
light saving time, and will adjourn at 12.30 p.m. The 
program follows: 

Address: Hon, Frank McManamy, Chairman, Interstate Com- 
merce Commission. 
Discussion of Reports on: 

Specifications and Tests for Materials. 

Joint Committee on Reclamation. 

Automotive Rolling Stock. 

Locomotive and Car Lighting. 
Lubrication for Locomotives. 


Railway Electrical Engineers 


The semi-annual convention of the Association of 
Railway Electrical Engineers will be called to order 


at 9.00 a. m., daylight saving time, in the Ozone Room of 
the Hotel Dennis. Progress reports will be presented by 
a number of committees, the final reports to be made at 
the annual meeting in Chicago next October. The pro- 
gram for the day includes reports from the following 
committees : 


Illumination 

Motors and control 

Power plants 

Train lighting 

Electric welding and heating 
Locomotive electrical equipment 
Automotive railway equipment 
Purchase of electrical energy 
Radio for railway service 
Electric welding equipment 


Entertainment 


10.30 A. M.—Orchestral Concert, Ball Room. 
Feature Pipe Organist. Indoor Golf, 

3.30 P. M.—Orchestral Concert. Ball Room. Impromptu 
Dancing. William Klaiss, Feature Pipe Organist. Indoor Golf. 
Ladies’ Bride Party. 

9.30 P. M.—Grand Ball, Ball Room. Mae Mackie, Contralto, 
Philadelphia Civic Opera Company, William Klaiss, Feature 
Pipe Organist, The Four Melody Harmonists. 


William Klaiss, 
























































































Lost 


\DY’S red and gray scarf and a pair of lady’s 
tortoise shell glasses. Lost in ball room on Friday 
evening, June 20. Finder please return to Garret 
F. Hom, Messinger Bearings, Inc., Booth 720. 
Pocketbook. Please return to owner, Miss Helen 
Richards, 837 Haddon Hall, or to office of secretary- 
treasurer of the R. S. M. A. 


Additional Exhibit Data 


HI St. Louis Car Company, with headquarters at 

St. Louis, Mo., which is exhibiting in spaces 117 

and 119, is represented by H. R. Gass, L. F. Seelar 
and L. S. Richards. 

Among the additional representatives of the American 
Locomotive Company who have come to Atlantic City 
since the list published in the first Daily, are President 
W. C. Dickerman and James Partington. 


Authority Granted 
G. N. and W. P. 


HE Interstate Commerce Commission on last Fri- 

day granted the applications of the Great Northern 
and the Western Pacific to construct their pro- 
posed lines from Klamath Falls, Ore., to Bieber, Cal., 
and from Bieber to Keddie, Cal., a total of about 200 
miles. This will give the Great Northern System en- 
trance to California over strong protest of the Southern 
Pacific ; also the joint construction of a line from Look- 
out to Hambone, Cal., 36 miles. Construction is to be- 
gin within a year and is to be completed within three 
vears thereafter. 


Railway Club Activities 


MEETING of the Association of Railway Club 
Secretaries was held at the Marlborough-Blen- 
heim Hotel on Saturday, several of the club officers 
being included in the group. C. R. Crook, Secretary of 
the Canadian Railway Club, was re-elected Secretary of 
and Col. Douglas I. McKay, executive secretary of the 
New York Railroad Club, secretary-treasurer. 
Outstanding programs of the different clubs during 
the past vear were reviewed and discussed. Among 
matters receiving special attention were the appearance 
of the club proceedings and the types of program that 
are giving particularly good results. It was decided to 
recommend doing away with the combined subject index, 
now published by each of the clubs which are members 
of the association, and to replace it with a page in the 
monthly proceedings, giving the dates of the club meet- 
ings and special functions, with as much advance infor- 
mation about the programs as practicable. 
It was decided, also, to make certain changes in the 
practices of the association, in order that it may be of 
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greater constructive assistance to the clubs represented. 
It does not seem desirable to continue holding meetings 
in Atlantic City during the conventions of the Mechani- 
cal Division and it was therefore voted to meet each 
year in New York City on the day of the annual dinner 
of the New York Railroad Club in December. Several 
suggestions were made as to how this annual meeting 
might be made more productive. 

It was voted to adjourn out of respect to the late 
Harry D. Vought, who was for so many years secretary 
of the New York and Central railway clubs, and who 
was one of the founders of the Association of Railway 
Club Secretaries. 


Substitute for 
Couzens Resolution 


HE House Committee on Interstate and Foreign 

Commerce has adopted a substitute for the Couzens 

resolution which proposed to suspend Interstate 
Commerce Commission powers to approve consolida- 
tions. The substitute does not suspend the Commission’s 
powers in any way, but would prohibit the acquisition 
of control of two or more railroads by a holding com- 
pany, or otherwise, without the approval of the Com- 
mission, whereas the Couzens resolution would prohibit 
exercise of control of two or more roads. 


A Real Treat 


for Music Lovers 


ITHOUT any intention of reflecting on the 
W other features of the entertainment programs— 

for they have all been excellent—the concert in 
the Ball Room of the Auditorium on Sunday afternoon 
marked one of the very high spots of the week. Honors 
were equally divided between the Pennsylvania Railroad 
Altoona Works Male Chorus, under the direction of 
H. W. Lindaman, the Reading Company Shop Band, 
directed by Elmer Addis, and the Pennsylvania Rail- 
road Altoona Works Quartet, C. R. Gonsman, Ist tenor ; 
F. J. Henderson, 2nd tenor; J. C. Freas, baritone; and 
W. P. McFarland, basso. The program was well bal- 
anced and enthusiastically received by an appreciative 
audience. It was all the more appreciated because it 
was given by 100 per cent railroaders. 


Buses to Track Exhibits 


HE schedule for running buses to the track ex- 
hibits has proved so satisfactory that it will be 
continued during the remainder of the convention. 
Buses will leave the Auditorium at intervals of 15 
minutes, beginning at 9 o’clock in the morning and con- 
tinuing throughout the day. The track exhibits are locat- 
ed at the Pennsylvania (electric) and the Reading sta- 
tions. Three buses will be in continual operation making 
the round trip between these points. They will leave from 











the doorway at the ocean end of Exhibit Hall on the 
lower floor level. They are being furnished through 
the courtesy of the White Company and J. M. Brown 
of that company has charge of their operation. 


Registration Figures 


HERE was some pessimism before the conventions 

about the possible attendance this year. The com- 

parative figures given in the table below—as of 
four o’clock Sunday afternoon in each case—speak for 
themselves. Certainly so far as the attendance of rail- 
road men is concerned a better record could hardly have 
been made. 








1922 1924 1926 1928 1930 
Mechanical, Division V..............+. 637 956 1129 1089 1177 
Purchases and Stores, Divis‘on VI...... 49 176 450 485 525 
Motor Transport, Division VIII......... 56 68 
i Ce 6 ee ee Ree e ee Oe eens e 501 695 
i nis kee sul bade baw ee ake ey 526 867 1000 1077 1003 
I HE vincageouseoceee QGhsene cadence 2056 2467 2944 2486 2379 
EE ME cnet nese eddsh whee e de acaren 501 648 690 6:0 565 
i deen ae hse eee ears 407 651 615 24 156 
CURRIER ov ccccecaccescccesceces 299 * 
DEE 26s SKK CAA KASARNASAR WAAR ROO 4176 5765 6828 6707 6568 


*Complimentary registrations this year are included in railroad guests. 


MacBarmma Golf Club 


HE annual tournament of the MacBarmma Golf 

Club was held at the Seaview Country Club on 

Saturday. George A. Nicol won low gross for the 
morning round with an 82 and will have his name duly 
inscribed on the Mallory cup. The low net in the morn- 
ing was won by R. F. Carr with a 73. Low net in the 
afternoon was won by W. L. Conwell with a 71, which 
gives him possession of the Carr cup. In Class A, H. C. 
Manchester won first place with a net of 71 and George 
A. Nicol was second with a net of 74. In Class B, H. A. 
Gillis was first with a net of 72 and, second, H. H. 


*K * 





A 300 h. p. oil-electric car and trailer on the Terre Haute, Ind.,Peoria, II1., 





Vol. 88, No. 25B RAILWAY AGE 


1548D59 





Vaughan with a net of 77. In Class C, A. R. Ayers was 
first with a net of 72 and Frank Hedley and E. H. Wal- 


ker tied with a net of 73. 


The election of officers resulted in the choice of the 
following for the ensuing year: President, C. C. Hub- 
bell; vice-president, C. R. Ellicott; secretary-treasurer, 
N. M. Garland; members of the executive committee, 


R. B. White and N. S. Reeder. 


Registration American 


Railway Association 


Division V— Mechanical 


Bartholomew, W. G. S. I., P. R_ R., Elberon 
Beatty, J. B., Chief "Clerk to G. C. F., P. R. R. 
Beaumont, H. A., Gen, For., B. & O., Dennis 


Belk, M. S., G. A. B. L., Southern, Lex ngton 
Beryman, H. S. Supr. Small Tools, B. & O., Traymore 
Bitterman, Daniel, W., Mech., Reading Lexington 
Black, R. L., M. M., N. & W., Ritz-Carlton 

Bluerook, F. A., Supvr., St. L. S. W. 

Soeck, J. R., Asst. Ror., P. 

Boyer, Henry E., Asst. For., Reading 

Boyer, S. M.,, Shop Insp. 

Buchmill, Chas. C., Asst. For., P. & R. R. R., Traymore 
Bucy, J. A., Elec. Foreman, B. & 

Burns, J., Works Mgr., C. P., Ambassador 

Carr, R. K., C. C. to S. M. P., N. & W., Ritz 
Carrington, ; D., General Foreman, St. L. & S. W. 
Cassidy, Peter C., "R. F. E., Reading, Dennis 

Clark, James C. 'Genl, For., Reading 

Clarke, Arthur B., G. F., Reading, Lafayette 

Clay, John T., F. C. R., Reading 

Coleman, Frank, Gen. Foreman, Erie, Morton 
Condon, J. M., A. V. P., Erie, Chalfcnte 

Cotton, Wm. A., Mech. Asst., — R., Ritz 

Couch, Johnson O,. E. E., .. & Traymore 
Danbert, Samuel E., F. E. H., soutien Miller Cottage 
Dice, Agnew Pres. Reading 

Dixon, W. J., ; %* B. & 

Doobin, A. ’M.,  praft,,’N N. Y 

Echols, J. E., F. F. S., N S W., Ritz 

Edmonds, C. G., | Bes 'B. & O. Marlborough 
Edse, D. H., Insptr., B. & oo. Craig Ha!l 

Eldridge, Wm. K., Act. Chi. Draft., N. & W., Ritz-Carlton 
Emmerich, N. A., A. F., B. & O., Craig Hall 

Emory, a B., Mach. For., W abash, Marlborough 
Filer, Jas., E, Reading, Emmett 

Fouse, Rat. Shop Supt., L. V., Haddon Hall 
Francis, C. E., Gen. ae P. R. R., Iroquois 
Galloway, G. W., Vv. B, Bb. & ©. Rae 


Cc “ontinued on Page 1548D70) 


Pennsylvania Oil-Electric Car Completes Year’s Service 


aan eens | 





run on the Pennsylvania Railroad. This car has been in operation for a 


year, hauling a trailer, and is running opposite another of the same type. Both are equipped w th Westinghouse oil engines and “torque control.” 
small cost per train-mile, resulting from low priced fuel oil, combined with the high efficiercy of the oil engine, the virtual elimirat'on of standby losses, 
and the high availability of this type of light passenger equipment, have shown it to be highly suitable for branch-line and local service. 


The 
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R. S. M. A. Holds Annual Meeting 


Association votes to revise by-laws——C hange of name being Considered 


—§ §, G. Down elected president 


HE Railway Supply Manufacturers’ Association 

held one of the most important meetings in its 

history on Saturday morning. It voted to revise 
its by-laws better to meet the new conditions which have 
arisen because of the motor buses and air craft that 
have become a part of the exhibitions in recent years. 
The members of the association, realizing that the ex- 
hibit and conventions have become more of a general 
transportation exhibit than a strictly steam railroad ex- 
hibit, considered it advisable to revamp the organization 
so that it could better handle the larger variety of prob- 
lems and give the newcomers more adequate representa- 
tion in the work of the association. 


President Ryder Speaks 


The meeting was called to order at noon by President 
Gilbert E. Ryder. In his opening remarks he paid tribute 
to all those who had worked together to make this con- 
vention and exhibit a success. He referred to the im- 
proved facilities which were provided in the new Audi- 
torium and complimented the efficiency of the Audi- 
torium organization. Naturally, he said, the removal 
of the exhibit to a new home created many inconveni- 
ences and irritations. These difficulties, he pointed out, 


should not occur two years hence because all would 
know better how to use the excellent facilities afforded. 
Mr. Ryder also referred to the co-operation received 
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from the A. R. A. divisions. The willingness of the 
Purchases and Stores Division to move its meeting place 
was evidence of a spirit of co-operation which the Rail- 
way Supply Manufacturers’ Association appreciated. 
The Motor Transport Section, which is a more recent 
addition to the A. R. A. conventions, was very well 
pleased, he said, with the new arrangements. 

At the close of his remarks Mr. Ryder called on the 
Honorable Ralph Harcourt, who spoke for the Mayor 
of Atlantic City. The business of the association was 
taken up at the close of Mr. Harcourt’s brief remarks. 

It was thought that the revision in the present set-up of 
the organization, so as to include the manufacturers who 
exhibit equipment for highway and air transportation, 
would also require the adoption of a different name for 
the association which would better represent the activi- 
ties which it now covers. The revision of the by-laws 
also includes a change in the requirements for member- 
ship in the association. At present, membership expires 
with the expiration of the contract for space at the ex- 
hibition. For that reason the association has no mem- 
bers whatever during a number of months of the two 
years which intervene between exhibitions. For exam- 
ple, the association had no membership after May 1, 
1929, until the new contracts for the present exhibition 
were signed. 

Secretary-Treasurer Conway reported that the finances 
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Executive Committee of Railway Supply Manufacturers’ Association 


Top row (left to right): W. E. Wine, Franklin H. Smith and Holly Aimstrong. 
Middle row (left to right): Victor W. Ellet, H. E. Daniels, C. J. Nieman, N. C. Naylor and C. W. Floyd Coffin. : 
Bottom row (left to right): R. J. Himmelright, Walter C. Sanders, J. D. Conway (secretary), Gilbert E. Ryder, (presi- 


dent), S. G. Down, (vice-president), D. L. Eubank and C. H. Gayetty. 


of the association were in good condition. He also 
stressed the fact that the facilities afforded by the Audi- 
torium made this one of the easiest exhibitions for him 
to handle during his term as secretary-treasurer, which 
has been for some twenty-odd years. 


Members Who Have Passed Away 

Secretary Conway read the following list of deaths 
which have been reported since the meeting two years 
ago. ‘The members in attendance rose and stood for a 
moment in silent tribute. 

James McNaugh‘on, vice-president, the Baldwin Lo- 
comotive Works, in charge of New York office, died 
July 27, 1928. 

J. B. Laughlin, director, Jones & Laughlin Steel Cor- 
poration, died August 12, 1928. 

Floyd E. Patterson, director, secretary and treasurer 
of the American Steel Foundries, died August 12, 1928. 

Henry C. Buhoup, died on September 29, 1928, at 
Pasadena, Calif. 

John B. Shaw, vice-president and director, The Celo- 
tex Company, died November 2, 1928. 

H. Gold, president, Vapor Car Heating Com- 
pany, Inc., died November 3, 1928. 

Frederick K. Copeland, president, Sullivan 

chinery Company, died November 10, 1928. 


Egber 


Ma- 





(F. J. O’Brien missing.) 


James T. Milner, vice-president, Standard Car Truck 
Company, died November 19, 1928. 

B. A. Hegeman, Jr., president, National Railway Ap- 
pliance Company, died March 6, 1929. 

Theodore F. Merseles, president, 
Corporation, died March 6, 1929. 

Charles E. Carpenter, president, E. F. 
Company, died April 6, 1929. 

E. F. Carry, president, 
April 24, 1929. 

John D. Hurley, president, Independent Pneumatic 
Tool Company, died August 15, 1929. 

Horance S. Clark, Pacific manager, Westinghouse 
Air Brake Company, died August 16, 1929. 

John S. Turner, sales agent, Pressed Steel Car Com- 
pany, died July 15, 1929. 

Walter C. White, president, White Motors Company, 
died September 29, 1929. 

L. S. Carroll, vice-president, American Locomotive 
Company, died November 14, 1929. 

J. H. Weisbrod, assistant vice-president, American 
Car & Foundry Company, died March 6, 1930. 

H. D. Hammond, vice-president, American 
Foundries, died March 1, 1930. 

W. H. Miner, W. W. Miner, Inc., died April 3, 1930. 

Morris B. Brewster, president and general manager, 
Morris B. Brewster, Inc., died April 14, 1930. 


Johns-Manville 
Houghton & 
died 


Pullman Company, 


Steel 
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District Elections 

The election of the following district officers to serve 
for terms of three years was announced: 

District No. 2 (New York and New Jersey)—C. W. 
Floyd Coffin, Franklin Railway Supply Company, New 
York. 

District No. 3 (Pennsylvania)—Geo. L. 
Lukens Steel Company, Coatesville, Pa. 

District No. 4 (Ohio, Indiana and Michigan)— W. 
E. Wine, Wine Railway Appliance Company, Toledo, 
Ohio. 

District No. 5 (lIllinois)—J. W. Fogg, MacLean- 
Fogg Lock Nut Company, Chicago, III. 

District No. 6 (Delaware, Maryland, District of Co- 
lumbia, Virginia, West Virginia, North Carolina, 


Gordon, 
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Georgia, Florida, Alabama, Mississippi, Kentucky and 
Tennessee )—F. E. Dodson, United States Rubber Com- 
pany, Baltimore, Md. 

District No. 7 (States west of the Mississippi River) 
—F. J. O'Brien, Globe Steel Tubes Company, Milwau- 
kee, Wis. 

The following officers were unanimously elected: 
President, Sidney G. Down, first vice-president, West- 
inghouse Air Brake Company, Wilmerding, Pa.; vice- 
president, Daniel L. Eubank, supervising service engi- 
neer of the Galena Oil Corporation, Atlanta, Ga. 


Sidney G. Down, President Elect 
Sidney G. Down, the newly elected president of the 
R. S. M. A., has earned and is highly deserving of the 





Members of the Enrollment Committee 


First row, bottom, (left to right): J. A. Wahlgren, G. Gregory, H. L. Burrhus (vice-chairman), F. E. Dodson (chairman), 


M. K. Tate (vice-chairman), and Alexander Smith. 


Second row (left to right—at right): C. E. Mitchell and C. A. Cardwell. 
Third row (left to right): B. T. Moffatt, Thomas F. Sheridan, F. L. Johnson, B. J. Wilson, A. D. Stuver, Charles Otto and 


P. D. Mallay. 


Fourth row (left to right): R. E. Thayer, John L. Bacon, G. W. Armstrong, Frederick J. Jobst, A. B. Edge, G. M. Bu- 


chanan and J. E. Leonard. 
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honor which has been conferred upon him—an honor 
which will be coupled with a large amount of responsi- 
bility and hard work. His entire business life, except 
for three colorful years hunting for gold in the Klon- 
dike, has been spent in the railroad and railroad supply 
fields. 

Mr. Down will tell you that little and seemingly un- 
important things are sometimes the turning point of a 
man’s life. Possibly so, but usually if we examine these 
little things critically we usually find that they are the 
climax or summation of factors which reflect in no un- 
certain way deep character values. One turning point in 
Mr. Down’s life came when he was firing a locomotive 
in the Detroit terminal of the Michigan Central. A new 
type of air pump had been perfected by the Westing- 
house Air Brake Company, which the railroad officers 
were anxious to examine and try out. The most con- 
venient place where this could be done, and where it 
could readily be followed up and examined by the 
officials, was on one of the engines working at the ter- 
minal. Accordingly the old air pump was removed and 
replaced by the new type, which, incidentally, was of a 
considerably larger size and somewhat out of proportion 
to the size of locomotive. The young fireman was inter- 
ested and wanted to know all about the design and the 
special features of the pump. He wrote to the Air Brake 
Company for this information and in a few days received 
a descriptive folder. This he studied carefully and 
critically, becoming thoroughly acquainted with the con- 
struction and operation of the pump, even though he had 
no opportunities for dismantling it. 

One day a group of general officers came to the ter- 
minal to look the new device over. They knew nothing 
of its construction or its fine points of design, and were 
doing a lot of guessing about it. Meanwhile the young 
fireman stood on the outside of the group, steadily 
getting more and more impatient at some of the wrong 
guesses that were being made. Finally he made a timid 
suggestion to one of the junior supervisors who was 
standing near him. This man asked him two or three 
questions and then, much to the fireman’s embarrass- 
ment, announced that the young man knew all about the 
pump and would explain it to them. This drew him to 
the favorable attention of some of the higher mechanical 
department officers and particularly to the master me- 
chanic, who thereafter always made it a point of speak- 
ing to him whenever he passed him in the enginehouse 
or about the terminal. 

A little later a new type of air brake was introduced. 
Several engineers realized that they would be at a very 
serious disadvantage unless they could find some way ot 
familiarizing themselves with the design and operation 
of the new apparatus. This was before the days of air 
brake instruction courses or air brake supervision. A 
number of engineers therefore made a deal witb the 
young fireman to give them a series of lectures. Some 
of the apparatus was installed in a spare room on the 
upper floor of the home of one of the engineers and the 
other members of the group each chipped in 25 cents a 
week to reimburse the lecturer. Mr. Down, therefore, 
became one of the first air brake instructors; he greatly 
enjoyed the assignment and naturally gained consider- 
able prestige among his fellows, as well as among those 
higher up. Incidentally, although he does not say so, 
the compensation was probably not at all unwelcome at 
that period in his career. 

After four years with the Michigan Central, Mr. 
Down caught the gold fever and spent the next three 
years exploring and prospecting in the northwest terri- 
tory of Canada and in Alaska. Returning temporarily 
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from these far places, he re-entered the service of the 
Michigan Central at Detroit, as general air brake in- 
spector and instructor, holding that position for two 
years, until January 1, 1902, when he went with the 
Westinghouse Air Brake Company as traveling instructor 
on air brakes. The little thing—the initiative and urge 
to know something about the new air pump on the 
switching engine—therefore proved to be a distinct turn- 
ing point in Mr. Down’s career. Was it, after all, a 
little thing? How many other men in a similar position 
would have done what he did? 

Railroad and railroad supply men, by the very nature 
of their occupation, have an unusual variety of exper- 
iences over a wide range of territory. Few men at the 
convention, however, can equal Mr. Down’s experiences 
in these respects. Africa seems to be the only continent 
that he has not visited. In 1897 a group of ten men, of 
which Mr. Down was one, started out from Detroit 
to visit the northwest territory of Canada to prospect 
for gold and make their fortunes. They first went into 
northern Canada near Hudson Bay. This did not give 
much promise, and they secured a boat and started to 
follow a river to the west coast. It took them six months 
to cover 100 miles, since it was necessary to work around 
waterfalls and endure all sorts of hardships. Finally 
the boat was capsized and they lost everything they had. 
Nine of the men went to work cutting cordwood to earn 
a livelihood and eventually turned back to the United 
States. 

Mr. Down, however, with greater determination, de- 
cided to press on. He got a job as assistant machinist 
on a steamer and eventually teamed up with another chap 
and reached Nome, where they started to wash for gold. 
It is said that Mr. Down and his partner erected the first 
wooden cabin in Nome. Then came a series of interest- 
ing experiences which try the hearts of men and which 
are more or less clearly reflected in one of Rex Beach’s 
stories. Incidentally, a man who had been employed at 
one time by Mr. Down and his partner made a big strike 
in Nome, not very far from where their cabin was 
located. 

Because of claim difficulties and the need fot adjust- 
ing them, Mr. Down returned temporarily to this coun- 
try, and while waiting for developments, went with the 
Michigan Central as general air brake inspector and in- 
structor. He never did return to Alaska, because in 
January, 1902, he went with the Westinghouse Air Brake 
Company and they have kept him busy ever since. In 
1906 he was advanced to the position of mechanical ex- 
pert for that company at Chicago; in 1910, to district 
engineer for the Pacific district at San Francisco; in 
1915 to assistant western manager at San Francisco; in 
1919, to Pacific district manager at San Francisco; in 
1921 to general sales manager with headquarters at 
Wilmerding, Pa., and in 1923 to vice-president and 
director, which position he now holds. 

In the interests of his company he has twice been to 
the Orient, one trip in 1919-20 covering a period of 10 
months and including Japan, China and Australia. He 
has been all through South America and has traveled 
widely in Europe. Incidentally, Mrs. Down has accom- 
panied him on all these foreign trips—just as she has 
to our Atlantic City conventions. 

He is also director and vice-president, Westinghouse 
Traction Brake Company of Pittsburgh; director and 
vice-president, National Brake & Electric Company of 
Milwaukee; director and president, American Brake 
Company of St. Louis; diector and president, Safety Car 
Devices Company of St. Louis; director and president, 
Westinghouse Pacific Coast Brake Company, Emery- 
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ville, Cal.; director, Westinghouse Air Brake Home 
Building Company, W ilmerding, Pa. ; director and presi- 
dent, Associated Engineering & Supply Company, San 
Francisco, Cal.; director and vice-president, Bendix- 
Westinghouse Automotive Air Brake Company, Pitts- 
burgh, Pa. 

He is a member of the Duquesne Club, Pittsburgh 
Athletic Association, Longue Vue Country Club, Coun- 
try Club of Allegheny County, Edgewood Country Club, 
Engineers Society of ‘Western Pennsylvania (all of Pitts- 
burgh) ; Engineers Club, Pan- American Society, and Ex- 
port Manufacturers’ Association (all of New York) ; 
Union League Club and Medinah Athletic Club, both 
of Chicago. He is also a 32-degree Mason and a Shriner. 
During the World War he was actively engaged in all 
the Liberty Loan drives. 

To complete the record (where it should have begun) 
Mr. Down was born in Michigan, January 1, 1876. He 
received his education in the public schools of Detroit, 
supplemented by special engineering training at a De- 
troit technical school. Mrs. Down’s maiden name was 
Elnor Edwards and she hails from North Carolina. 


Daniel L. Eubank, Vice-President Elect 


In the election of Daniel L. Eubank, of the Galena 
Oil Corporation, to the vice-presidency of the Railway 
Supply Manufacturers’ Association, the organization 
has acquired an officer who has been an enthusiastic 
worker in its interests for a number of years. For eight 
years, beginning in 1916, he was a member of the En- 
tertainment Committees. He transferred his activities 

1924 to the Executive Committee of the association, 
on which he has served continuously since that time. 
As chairman of this year’s Exhibit Committee he de- 
serves much credit for the success of the exhibit. 

Mr. Eubank is a Virginian and lived continuously 
in that state until, at the age of twenty, he entered the 


service of the Chesapeake & Ohio as a locomotive fire- 


* * 
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man in 1889. His first railroad job carried him over 


the lines of the C. & O. from Hinton, W. Va., east to 
Clifton Forge, Va., and west to Handley, W. Va., for 
three years, at the end of which time, he was promoted 
to locomotive engineman, running principally in freight 
service over the same territory His career as engine- 
man extended over a period of 11 years until 1903, when 
he was promoted to road foreman of engines. It was 
during his service as a road foreman that the C. & O. 
operated the first Mallet type locomotive in through 
road service. This was in 1910. 

In 1911 Mr. Eubank left railroad service and went 
with what was then the Galena Signal Oil Company as 
a service engineer. Eight years later he was sent by 
his company to Cincinnati, Ohio, as district manager. 
He made Cincinnati his headquarters for three years 
until in 1922 he became supervising service engineer for 
the southeastern territory, with headquarters at Atlanta, 
Ga. Since that time he has become well known to great 
numbers of railroad men in the territory south of the 
Potomac and Ohio rivers east of the Mississippi. 

Mr. Eubank has been active in the Traveling Engi- 
neers’ Association over a period of 26 years and has 
devoted a great deal of his time to serving well that 
association and the Railway Equipment Manufacturers’ 
Association, which assembles the exhibits during the 
Traveling Engineers’ convention. In fact, he served 
successively as secretary, vice-president and president 
of the R. E. M. A., the latter office being held in 1919. 

Unlike many of our modern business men, Mr. 
Eubank has not become an enthusiast for the ancient 
game of golf, but still retains a keen interest in the 
ultramodern sport of fishing which, at least within the 
past eight years, has been popularized by our presidents. 

He makes his home in Atlanta, Ga., with one of two 


married daughters, Mrs. J. L. Conyers. The other 
daughter, Mrs. H. E. McGlasson, is now a native of 
Texas. 

x ox 





On the Pennsylvania at Bellefonte, Pa. 
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Conventionalities 








Mr. and Mrs. Joe Ceize were busy all day Saturday 
accepting congratulations over the fact they were cele- 
brating their seventh wedding anniversary. Mr. Ceize 
is vice-president of the Leslie Company. 


J. E. Schabo is attending the conventions for the first 
time in his new capacity as service engineer for the Rail- 
road Division of the Binks Manufacturing Company, 
Chicago. 


Our conventionality note in Friday’s Daily on heavy- 
weights has stirred up considerable competition until 
J. E. Buckingham of Worthington came along with an 
attested weight of 314 lb. Track scales probably were 
used. 


Harry Woernley, while admitting that Ambassador 
Dwight Morrow may not know a great deal about West- 
inghouse draft gears, still insists that he has learned a 
lot about many other things, some of which may also be 
of importance, since they used to knock around together 
as kids. 


The car department of the Delaware & Hudson has 
an unusually large delegation attending the conventions 
this year. The party includes Mr. and Mrs. George W. 
Ditmore and their daughter Harriett, Carl Dierk, Ar- 
thur Bibb, T. A. Heminway, John Howard, W. R. Dun- 
bar and J. L. McLain. 


The exhibits on the lower floor are unusually interest- 
ing and attractively arranged. About the only sugges- 
tion that could be offered in the way of improvement is 
that the lounge and fountain should be arranged on a 
line between the two stairways. The first thing that 
presents itself to the visitor descending the stairs is the 
long unobstructed stretch bare cement floor. 


H. E. Brunner, who has been one of the pioneers in 
the application of non-friction bearings to railway equip- 
ment, is probably best known to his railroad friends as 
chief engineer of SKF Industries. Up in the neighbor- 
hod of Larchmont, N. Y., where he devotes the greater 
part of his spare time to the overseeing of a 200-acre 
farm, he is better known as a raiser of registered cattle. 


President A. L. Humphrey of the Westinghouse Air 
Brake Company, left Atlantic City on Sunday, after 
spending a few days at the convention, in order to at- 
tend an “Old Home” gathering in Grand Island, Neb. 
His sister, who has reached the ripe age of 84, still lives 
at that place. Incidentally, Mr. Humphrey recalls that 
when he first went to that place many years ago it was 
designated on the maps as being located in the great 
American desert. 


L. T. Canfield, vice-president of the Cardwell West- 
inghouse Company, Chicago, is most enthusiastic about 
the attendance and interest shown in the exhibits this 
year. He reports that the number of interested railroad 
men whom he saw on the opening day, and who seemed 
determined to learn the details about the important new 
developments of all sorts, exceeded the number of such 
men who would call on him during the entire convention 
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Mr. Canfield’s’ experience certainly 
extends back far enough to render him a good judge. 
Following an extensive railroad experience in various 
responsible positions, he joined the original Cardwell 
organization in 1910 and has attended the conventions 
regularly as a representative and officer of that com- 
pany ever since. 


in previous years. 


Alexander Wilson, vice-president of the Beckwith- 
Chandler Company, paint and varnish manufacturers 
of Newark, N. J., was taken seriously ill on the train to 
Atlantic City Thursday afternoon. H. W. Kidwell, 
sales representative of this company, already in attend- 
ance at the convention, arranged for medical attention 
for Mr. Wilson immediately on his arrival at the Hotel 
Ambassador. On Friday evening Mr. Wilson had his 
appendix removed. He is reported to be doing well. 


T. C. Browne is attending the conventions for the first 
time this year in the role of a supply man. He started 
his railroad career as a special apprentice and schedule 
supervisor on the Erie under W. S. Jackson, and has at- 
tended past conventions first as a railway man and sec- 
ond as a publisher’s representative. Mr. Browne is now 
assistant to the president of the J. S. Coffin, Jr., Com- 
pany, Englewood, N. J. 


H. A. F. Campbell, until recently with the Baldwin 
Locomotive Works, comes to the convention this year 
as a member of the heavy railway traction department 
of the Westinghouse Electric & Manufacturing Com- 
pany. He entered the service of the Baldwin Locomo- 
tive Works upon graduating from the Massachusetts In- 
stitute of Technology in 1899, and practically rounded 
out a period of 30 years of service with that company, 
spending a portion of the time as an European repre- 
sentative. 


Dr. A. Giesl-Gieslingen of Vienna, Austria, arrived at 
Atlantic City Friday and will attend the locomotive ses- 
sions of the Mechanical Division next week. Dr. Giesl, 
who has been in the United States for the past nine 
months, represented the Austrian Society of Engineers 
and Architects and the Technical University of Vienna as 
a delegate at the Fiftieth Anniversary celebration of the 
American Society of Mechanical Engineers at New 
York and Washington, D. C., early in May. He is in 
the United States in the interests of the Lentz Poppet 
Valve Gear Company of Vienna. 


One is not left long in doubt regarding the continued 
enthusiasm that A. C. Deverell, of the Standard Car 
Truck Company has for railroads. It got into his sys- 
tem, of course, when he was general superintendent mo- 
tive power of the Great Northern, where the mountain 
crossings and hard winters afforded him plenty of evi- 
dence that railroads are something more than a passing 
shadow in the country’s business. “But what better re- 
minder of the soundness and realism behind railroads 
need one ask,” he said in a casual conversation yester- 
day, “than the collection of railway car and locomotive 
appliances on exhibition in the Auditorium this week. I 
will never worry about railroads when T. A. T. usually 
means ‘take a train,’ and when so many people can’t find 
anything more to criticize about our great passenger 
trains than the toilet paper.” Incidentally, the A. C. in 
A. C. Deverell stands for Arthur Curtiss—names which 
have greatly increased his knowledge of Arthur Curtiss 
James, as a result of stories told him by those who recall 
close associations with Mr. James when his card with 
the “Arthur Curtiss” passes through the door. 
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Pennsylvania Mountain Type Locomotive With 22,000-gal. Tender Equipped With Timken Roller Bearing Trucks 


Track Exhibits of Steam 
Locomotives at Two Points 


Four of the most interesting locomotives of the year shown at 





Reading and Pennsylvania terminals 


LTHOUGH only four steam locomotives are 
A smnteret among the track exhibits this year at 

the Reading terminal, Atlantic and Arkansas ave- 
nues, and at the Pennsylvania electric terminal, Atlan- 
tic and Tennessee avenues, they are well selected ex- 
amples of modern power and embody many improve- 
ments which are of genuine interest to every motive 
power man. As regards both capacity and efficiency 
these examples would indicate that steam locomotive 
designers are alive to the present and future needs of 
the railroads. Improvements already made and further 
advancements in design now under construction or in- 
vestigation, indicate that the steam locomotive will be 
able to take care of all general conditions for years to 
come. 


Pennsylvania Mountain Type Locomotive 

In weight and tractive force, the new Class M-la loco- 
motives do not differ greatly from the older Class M-1, 
but a comparison between the two designs will show 
many changes and improvements in a large number of 
details. This locomotive is designed for both fast freight 
and heavy passenger service. The cylinders are 27 in. 
by 30 in., the driving wheels are 72 in. diameter, and the 
boiler pressure 250 lb. The rater tractive force is 64,- 
500 Ib., the total weight of the engine in working order 
is 390,000 Ib. and the weight of the drivers is 271,000 
Ib. Of the first one hundred of this design—either 





built or under construction—ten are being assigned to 
passenger service. 

The tender of this locomotive will attract consider- 
able attention as it is an excellent example of the large 
capacity tenders now being built to meet present traffic 
requirements and extended locomotive runs. It has a 
capacity for 22,060 gal. of water and 63,000 Ib., or 31% 
tons of coal. The weight of the loaded tender is 378,- 
360 Ib., or almost as much as that of the locomotive it- 
self. The tender is carried on Commonwealth six- 
wheel trucks, which in this case are fitted with Timken 
roller bearings. Altogether the tender presents quite a 
contrast to the one applied to the older Class M-1 loco- 
motives, which had a capacity for only 11,000 gal. of 
water and 35,000 lb—17% tons—of coal. 


Timken Roller-Bearing Locomotive 

In all probability the Timken roller-bearing locomo- 
tive which is being exhibited by the Timken Roller 
Bearing Company is the first locomotive ever exhibited 
at an A. R. A. Convention which was not shown under 
the auspices of some railroad or locomotive builder. The 
building of this locomotive is undoubtedly one of the in- 
teresting examples in the history of American industry 
of co-operative effort between manufacturers. The list 
of manufacturers co-operating and the equipment 
which they supplied are shown on bronze tablets se- 
cured on each side of the tender. 





Reading Heavy 2-10-2 Type Locomotive Similar to One on Track Exhibit but not Equipped with Caprotti Gear 
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Descriptions of this locomotive were published in the 
May 24, 1930, issue of the Railway Age, page 1225, and 
in the June issue of the Railway Mechanical Engineer, 
page 316. It was built primarily to demonstrate the 
practicability of roller bearings in locomotive service and 
since its delivery to the builders several months ago it 
has been operated in both passenger and freight service 
on the New York Central and the Pennsylvania. 

A number of innovations in design have been worked 
out by the Timken Company, in co-operation with the 
builder, to meet the special requirements of the roller- 
bearing installations. These include parallel pedestal 
jaws for the driving-axle housings and the use of a 
variety of heat-treated alloy steels for numerous details 
to provide for long life and light weight, with minimum 
wear. The mounting and housing of the bearings on 
the axles are of Timken design throughout. 

On the track back of the Timken locomotive is a four- 
wheel leading engine truck of the inside journal type, 
which is equipped with Timken roller bearings. This 
truck was designed for the Chicago, Burlington & 
Quincy for application on 20 passenger and eight freight 
locomotives. It is also being applied to five locomotives 
on the Cotton Belt. 


Reading 2-10-2 Type Locomotive 


The Santa Fe type locomotive, Reading No. 3010, is 
important in that it is one of the heaviest locomotives 
with this wheel arrangement that has ever been built. A 
number of years ago the Reading bought some 2-8-8-2 
compound Mallet locomotives, but after a number of 
years’ service found that they were not a satisfactory 
type of power to meet present-day conditions. It was, 
therefore, decided to rebuild them and convert them into 
2-10-2 type locomotives. The design was worked up on 
the road and the conversion made at the Reading, Pa., 
shops. New frames, cylinders, wheels and other parts 
were applied. The first one of the new locomotives 
proved to be quite successful in service and thus far some 
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Commonwealth Water-Bottom Tender Frame for Chesapeake & Ohio 21,000-gal. Tender 


Commonwealth Cast Steel Locomotive Bed for Union Pacific Three-Cylinder Locomotive of the 4-12-2 Type 
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ten have been converted. The locomotive weighs 339,900 
Ib., of which 353,050 lb. is carried on the drivers. The 
cylinders are 30% in. by 32 in., the driving wheels 6114 
in. in diameter, and the boiler pressure 220 Ibs. The 
boiler has 3,662 sq. ft. of evaporative heating surface, 
1,840 sq. ft. superheating surface, 108 sq. ft. grate area, 
and is fitted with Nicholson thermic syphons. Special 
fittings include the Sellers exhaust steam injector feed- 
water heater and Economy gravity-feed flange oilers. 
Frames and wheels are of Birdsboro No. 26 cast steel. 
The Delta type trailing truck is of light and interesting 
design. The first of these converted locomotives was de- 
scribed in the Railway Mechanical Engineer, September, 
1929, page 547. 

The tender has a capacity for 13,000 gal. of water and 
20 tons of coal. The weight is 239,600 Ib. The four- 
wheel tender trucks are of the Taylor flexible type. 

A feature of the locomotive which will be particularly 
noted is the main valve mechanism which is of the Ca- 
protti poppet valve type driven from the main axle. 


Delaware & Hudson Pacific Type Locomotive 


The Delaware & Hudson is showing a Pacific type 
locomotive, No. 651, built by the road and of particular 
interest due to its geneal appearance and to the form of 
the valve gear. This locomotive was described and illus- 
trated in the Rattway AGE of March 29, 1930, page 767. 
It weighs 300,000 lb., of which 191,500 Ib. is carried on 
the drivers. The steam pressure is 275 lb., the cylinders 
are 22 in. by 28 in., and the driving wheels of 73 in. 
diameter. The rated tractive: force is 44,000 lb. The 
boiler has 3,199 sq. ft. of evaporative surface, 1,495 sq. 
ft. superheating surface, and a grate area of 87 sq. ft. 

The cylinders are fitted with Dabeg oscillating poppet 
valves driven by a conventional Walschaert valve gear. 
The unusually clean appearance commonly associated 
with British locomotives has been obtained largely by the 
use of concealed auxilaries, many of which are located 
between the frames. 
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Additional Track Exhibits 


The General Steel Castings Corporation is showing at 
the Reading Terminal two exhibits of interest to locomo- 
tive men. The first is a cast-steel bed consisting of 
frames, cylinders, cradle and other parts made for the 
Union Pacific 4-12-2, three-cylinder type locomotives. 
This bed weighs 82,000 Ib. finished and is 60 ft. 4% in. 
long. More than 130,000 lb. of steel was poured from 
two ladles to secure this heavy casting. 

Another exhibit of the General Steel Castings Cor- 


poration is a Commonwealth cast-steel tender frame 


which forms the frame proper and the bottom part of 
the tender. 


This water-bottom tender frame was made 





Bronze Plate Secured to Side of Timken Locomotive Tender 


for a large Chesapeake & Ohio tender, the capacity of 
which is 21,000 gal. of water and 25 tons of coal. The 
length of the casting is 46 ft. 3% in. and the width 
10 ft. 3 in. 

The Lukens Steel Company is showing at the Pennsyl- 
vania Terminal an unusually heavy steel plate of locomo- 
tive firebox quality. This plate is 300 in. long, 180 in. 
wide, 4 in. thick, and weighs 61,400 Ib. It was rolled on 
the Lukens 206-in. mill. This plate is carried on a well- 
type Pennsylvania flat car. 


THE COMMISSION OF AMERICAN RAILWAY TECHNICAL 
EXPERTS, headed by Ralph B udd, president of the Great 
Northern, which is investigating the railway systems of 
Soviet Russia during the summer, will cover approxi- 
mately 15,000 miles of line in the course of its investiga- 


tion work. 
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Westinghouse Standard 110-Ton, 800-hp. Oil-Electric Locomotive With Visibility Type Cab 


Track Exhibits of Motor-Driven 
Locomotives and Rail Motor Cars 


Locomotives more prominent than ratl cars——WNNoticeable 


increase 1N Si%e of power units 


HE track exhibits this year include five motor- 

driven locomotives and three rail motor cars. All 

five locomotives and two of the rail motor cars 

are on the tracks at the Reading terminal. An additional 
rail motor car is shown at the Pennsylvania terminal. 


New York Central Combination Locomotive 


The New York Central locomotive, No. 1561, is one 
of the 42 battery oil-electric locomotives recently ordered 
by the New York Central for switching purposes in the 
West Side yards of New York City. Four similar loco- 
motives were also ordered for use in the South Water 
street yards of the Michigan Central at Chicago, two of 
which are already in operation. These locomotives were 


built jointly by the American Locomotive Company and 
the General Electric Company. The weight of the loco- 
motive is 128 tons. It consists of a standard electric 
locomotive of the same general design and with approx- 
imately the same electrical equipment as the straight elec- 
tric locomotives, Class Q, now in service on the New 
York Central. To this equipment has been added a 
300-hp. Ingersoll-Rand oil engine coupled to a 200-kw. 
General Electric generator. There has also been added 
a storage battery of 240 Exide Iron Clad cells manu- 
factured by The Electric Storage Battery Company. The 
combination provides for flexible operation on electrified 
tracks and also on tracks which have not been electri- 
fied. 














Electro-Motive 60-Ton, 400-hp. Gas-Electric Switching Locomotive 
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Westinghouse Standard 400-hp. Oil-Electric Rail Motor Car 





Westinghouse Oil-Electric Locomotives the 110-ton locomotive, 76,200 lb. The 400-hp. oil en- 

The Westinghouse Electric & Manufacturing Com-  gines are of the high-speed solid-injection type, with six 
pany has on exhibition two oil-electric locomotives, one cylinders, 9-in. bore by 12-in. stroke. The horsepower 
weighing 70 tons and the other 110 tons. In both cases rating is based on 900 r. p. m. These engines are manu- 
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Westinghouse Standard 70-Ton, 400-hp. Oil- Electric Locomotive With Visibility Type Cab 


the cab design is novel and of interest in that it furnishes factured by the Westinghouse Electric & Manufacturing 
a high visibility. The 70-ton locomotive is equipped with Company at their South Philadelphia works. The en- 
a 400-hp. power plant and the 110-ton locomotive with gines are directly coupled to 500-volt d. c. generators. A 
two 400-hp. power plants. The maximum starting trac- full description of the larger locomotive was given in 
tive effort of the 70-ton locomotive is 62,500 lb. and of the Ratm-way Ace June 14, 1930, page 1427. 
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Pennsylvania Gas-Electric Rail Motor Car Equipped With Bull Six-Cylinder Engine 
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Electro-Motive 60-Ton Gas-Electric Locomotive 

This locomotive is equipped with a 400-hp. gas-elec- 
tric power plant. This consists of an Electro-Motive 
Company’s Model 148 engine, eight-cylinder type, de- 
veloping 400 hp. at 900 r. p. m. and with cylinders 8 in. 
in diameter and 10 in. stroke. The engine is directly 
connected to the generator which furnishes power for 
the four traction motors mounted on the trucks which 
are of the Commonwealth type. The locomotive is 
37 ft. 8% in. long over bumpers and is capable of exert- 
ing a maximum tractive force of 30,000 Ib. and a con- 
tinuous tractive force of 23,000 lb. 


Mack Gas-Electric Locomotive 

The Mack International Motor Truck Corporation 
is showing a 60-ton, six-wheel gas-electric switching 
locomotive designed for railroad service and capable of 
exerting a maximum tractive force of 36,000 lb. The 
power plant consists of three standard Mack six-cylinder 
engines, the combined rating of which is 405 hp. The 
directly coupled generators and the traction motors are 
General Electric standard equipment. A similar loco- 
motive weighing 45 tons is also available. This is 





Mack Gas-Electric Locomotive With Triple Power Plant 


equipped with three power units consisting of four- 
cylinder Mack engines. By using standard equipment 
and selecting the necessary number of four- or six- 
cylinder engines locomotives can be made of considerable 
varying capacities. 


Plymouth Gas-Electric Locomotive 

The Fate-Root-Heath Company is showing a 50-ton 
gas-electric locomotive which is equipped with two 
power plants of 157 hp. each. The Leroy gasoline 
engines have 634-in. by 7-in. cylinders and are coupled 
to Westinghouse 105-kw., 500-volt generators. The 
four traction motors are standard 526E6 type, 110-hp. 
each. The locomotive is 64 ft. long, provided with 
electro-pneumatic control and Westinghouse Air Brake 
Company No. 14EL brake equipment. The air com- 
pressor is driven directly from the engine shaft and is 
bolted to the engine housing. 


Rail Motor Cars 


The Westinghouse Electric & Manufacturing Com- 
pany is showing a standard 400-hp. oil-electric rail 
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Brill 8-Cylinder Gas-Electric Power Plant—535 Horsepower 
for Locomotive Service 


motor car, the power plant of which is similar to that 
used on the oil-electric locomotives. The weight of the 
car is 141,000 Ib. and is designed for a maximum safe 
speed of 70 m.p.h. 

The Reading has also on exhibition one of its rail 
motor cars which has been in service for some time 
and which was built by the J. G. Brill Company. The 
power plant is a twin-unit type, 300 hp., with American 
Car & Foundry Company’s Hall-Scott engines and 
Westinghouse Electric & Manufacturing Company 
generators and electrical equipment. 

The Pennsylvania is showing a rail motor car equip- 
ped with one of the new Brill, single-unit, 400-hp. en- 
gines coupled to a General Electric generator. This 
engine is of the six-cylinder type and rated at 400 hp. 
at 950 r.p.m. The cylinders are 834 in. by 10% in. The 
auxiliaries are operated by a separate 15-hp. four-cylinder 
gas engine, which makes the maximum power capacity of 
the plant 415 hp. This car was described in the RatLway 
AcE of October 26, 1929, page 973. 





Atlantic Coast Line Photo 
Atlantic Coast Line Train No. 75 Near 
Monteith, Ga. 
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New Devices 








Flexible Ball Joints 


for Pipe Connections 


Standard Auto-Tite Joints Company, Pitts- 
burgh, Pa., is exhibiting several types of flexible 
ball joints for pipe connections. This particular 

type of flexible joint is manufactured in stock sizes of 

from ¥% in. to 3 in. for working pressures up to 250 Ib. 

Special sizes are also made for pressures up to 1,000 Ib. 

The Auto-Tite joint consists primarily of five pieces— 

a socket cup, follower, gasket, socket nut and sleeve. It 

is designed to serve as a pipe coupling, a union and a 

universal joint, all combined in one. The construction 

of the Auto-Tite joint permits the sleeve member to re- 
volve independently of the larger surface of the ball of 
which it forms a part. On rotary work this feature is 
of value in minimizing friction. The gasket in the ball 
seals the pressure automatically in a manner which re- 
duces, to a great extent, friction on the ball member. 

Longitudinal force in either direction is connected by 

metal-to-metal in spherical contact. The packing ele- 

ment is, therefore, not subjected to extremely high 
stresses from the wedging connection of the contact 
surfaces. 

A feature of the Auto-Tite joint is that it is not neces- 
sary to remove any of the insulation from the assembled 
joint connections in order to renew the gaskets. The 
renewal of gaskets is effected simply by removing a cot- 
ter pin and unscrewing the socket nut from the socket 
cup. This nut will pass over the insulator jackets, per- 
mitting free access to the gaskets. 

The joint is designed to seal all threaded connections, 
with extra thread length to provide against strains. It 
is said not to be necessary to disturb any threaded con- 
nections during the life of the joint. The Auto-Tite 
joints are provided with bracket arms supporting safety 
springs for holding the units in a position uncoupled 
which maintains proper track clearance. When the unit 
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The Auto-Lite Flexible Ball Joints for Pipe Connections 
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is coupled the safety device imposes no strain on the 
coupler head. 

One of the recent developments of this device on ex- 
hibit is a 2-in. metallic steam heat connection for use 
between locomotive tenders and coaches. This connec- 
tion assembly uses a three-ball flexible connection which 
reduces the flex to 5 deg., insuring the gasket that seals 
the pressure in the joint a permanent seat in the socket 
cup when the unit is flexed to its maximum movement. 
This reduction of flex in the ball members enables the 
joint to have a larger bearing surface on the two metal 
parts, thereby assuring a more uniform wear. The posi- 
tion of the joints permits the line to flex in all directions 
without placing strains on the line, as the amount of 
flex is practically unlimited. 


Outside Tender- 
Tank Valve 


NE use for the 3 lubricated plug valves made by 
the Barco Manufacturing Company, Chicago, is 
shown in the illustration. In this instance, a Barco 
314-in. valve is installed in the boiler feedwater line 
trom the tender. The lubricating feature of the valve 
prevents rust and corrosion on the seating surfaces, thus 


a 










An Application of the Barco Lubricated Plug Valves 


tending to increase the life of the valve by reducing 
wear. It also permits quick and easy closing of the valve 
in the event of a burst or disconnected hose. The design 
assures that the seats are wiped clean by each operation, 
and there is no possibility of small pieces of waste, dirt 
or other foreign material preventing closure, with re- 
sultant loss of water in the tender if, for any reason, the 
hose fails. The valve illustrated is a 3%-in. size, al- 
though the 3-in. valve is also made with the same dimen- 
sions between the flange faces. 
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A Power Throttle Gear 


HE American Locomotive Company, New York, 

has on exhibit a power throttle gear which em- 
ploys the same operating principles as the Alco 
power-reverse gear, while retaining hand-lever opera- 
tion in case of possible injury to the air line. No 
change is required to shift from air to hand operation 
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and it is designed to exert four to five times the power 
of hand operation to which may be added the power 
of hand operation if necessary. 

The power cylinder is built up as a unit with the 
hand lever well out of the operator’s way, the lever 
being located in the usual relation to the engineman. 
The pull on the handle does not open the throttle but 
merely rotates the gear valve which in turn opens the 
throttle. 


Crosby Locomotive Gages 


DOUBLE-TUBE type locomotive gage which is 
Ay ccsigned to reduce tube stress 40 per cent and to 
remove the possibility of tube set, is being shown 
this year by the Crosby Steam Gage & Valve Company, 
Boston, Mass. The tubes are lathe turned and are at- 





The Crosby Locomotive Pressure Gage 
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tached to the case by screwed connections and have no 
soldered joints. 
The operating mechanism of the gage is mounted in- 
dependently of the case so that it will be unaffected by 
any distortion of the case. The case is dust and moisture 
proof. There are but two points where air can enter 
and these are protected with heavy felt washers under 
compression. The movement has heavy phosphor-bronze 
sectors and pinions with machined teeth and long bi- 
metallic bearings to insure accuracy and long service. 


Niles Keyseat Miller 


HE double-spindle keyseat miller shown in the 
illustration is on display at the booth of the Niles 
Tool Works Company, Hamilton, Ohio. The 
miller is a double-spindle machine designated as the No. 
3 keyseat miller. The spindles move horizontally and 
are so arranged that they will mill simultaneously key- 
ways or slots diametrically opposite to each other. Either 
spindle, however, can be independently operated. 

The spindle heads are attached to a longitudinally 
moving carriage and are fitted on ways on the carriage. 
Each head is provided with independent hand in-and- 
out movement, power in-feed and hand cut-out levers to 
engage and disengage a half nut on the feed screw to 
provide simultaneous or independent in-feed of the spin- 









The Niles No. 3 Keyseat Miller 


dles. The spindles are 3 in. in diameter and are bored 
to receive a Morse No. 5 socket. 

Automatic knockout is also provided for each spindle 
feed for predetermined depth. The cross-feed to the 
spindles is engaged at each end of the carriage traverse. 
The feed movement is obtained by pawls, located on the 
bed each side of the carriage, for engaging a ratchet 
wheel keyed to a shaft under the carriage slide, which 
shaft operates a train of gears to the feed screw. Each 
pawl is mounted on a column which is movable and 
locked in a tee slide on the side of the bed. One pawl 
engages the teeth on top of the ratchet wheel for con- 
tinuous feed. The pawls have sensitive thumb screw 
adjustment for accurate setting of the feed. They can 
be set to engaged from one to seven ratchet teeth, giving 
seven changes of feeds ranging from .0044 in. to .031 in. 

The carriage is fitted and gibbed to large ways on the 
bed, providing longitudinal movement to the spindle 
heads through a large coarse-pitch feed screw located 
centrally with the bed. The longitudinal traverse is 
automatically reversed through sensitive adjusting nuts 
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in each side of the carriage which come in contact with 
collars that are set for the desired stroke on a trip- 
operating rod. The carriage has traverse feeds, ranging 
from 8 in. to 26 in. per min., which are obtained through 
an enclosed feed box at the end of the machine. 

The chucks have jaws which are fixed for height and 
which are adjustable longitudinally on the bed. Both 
chucks can be placed on one side of the spindle heads 
if desired. The jaw bodies are fitted and gibbed to their 
base for in-and-out movement and are self centering. 
The jaws are fitted with hardened steel liners. 

The bed is provided with a trough and pan for collect- 
ing and draining the coolant fluid to a central reservoir. 
The coolant is recirculated by a rotary pump through a 
pipe and flexible tubing to each cutting tool. 


Golden Glow Headlights 


HE Electric Service Supplies Company, Phila- 
delphia, Pa., has on exhibit at its booth its FFA- 
1412 Golden Glow headlight which consists of a 
rust-resisting, lead-coated sheet-steel body, in which is 
mounted a 14-in. diameter glass mirror reflector and a 
lamp socket with a device for focusing the lamp. The 
front and side doors are made of cast iron and the feet 
are of forged steel. 
The parts are riveted and electrically welded to make 
the case weatherproof so that it will resist the action 
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The Golden-Glow FFA-1412 Headlight 


of gases, smoke and atmospheric influences. An iron 
cement is applied between the sheet-metal body and 
the cast-iron side-door trim. 

The front and side doors are fitted with braided as- 
bestos gaskets and the front doors are fitted with a com- 
pression-type screw draw latch. The reflector, of green- 
ish-yellow glass, is mounted in a heavy pressed-steel 
shield which conforms in shape to the back surface of 
the reflector, providing mechanical protection for it. The 
shield is lined with felt at its extreme edges where the 
reflector rests, the reflector being held securely in place 
by a clamping ring which bears against the ground sur- 
face of the reflector periphery. The focusing device is 
attached directly to this shield so that its relative posi- 
tion with the reflector remains fixed. The headlights 
have insulated terminal posts mounted inside the case 
for making connections and are provided with an outlet 
suitable for attaching to either flexible or rigid iron 
conduit. 
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Pyle-National Duplex 
Distribution Valve 


HE Pyle-National Company of Chicago has on 

exhibit its Duplex distribution valves which are 

designed to develop a high mean effective pressure 
at all speeds and cut-offs, with resulting improvement 
in starting torque and smooth performance. The valve 
consists of a conventional arrangement of spool, bull- 
rings and followers, with the additional feature of 
auxiliary ports. Normally, the cut-off is shortened, 
especially with new power operating at higher pressures. 
On conversion engines the valve is arranged to give 70 
to 75 per cent cut-off where it is not practicable to in- 
crease cylinder diameters or boiler pressures. The 
auxiliary ports are designed to restore the full cut-off for 
starting and lower speeds. This is accomplished by 
admitting steam to the cylinders through the auxiliary 
admission controlled by one of the rings of the valve 
after the main port has closed. 

The design of the auxiliary ports and the distribution 
features of the operation permit a high velocity at the 
instant of opening and closing of ports large port open- 
ings and long duration of maximum port openings. On 
indicator diagrams steam and expansion lines are both 
raised, with back pressure and compression lines 
lowered. Mean effective pressure is high for inter- 
medate sped and cut-off. 

The valve is designed to give the effect of long valve 
travel and to make wide steam laps practicable and ex- 
haust clearance unnecessary. A negative exhaust clear- 
ance (exhaust lap) is provided to give a long expansion 
period and delayed release of steam. 


Mack AP Engine 


HE Mack International Motor Truck Corpora- 
tion, Long Island City, N. Y., has in its exhibit 
its model AP six-cylinder engine, which is de- 
signed for use in Mack gas-electric switching locomo- 
tives. This engine, with the six cylinders cast in block 


and the cylinder heads cast in pairs, has a 5-in. bore and 
It develops 135 hp. at 1,600 r. p. m., 


a 6-in. stroke. 





The Mack AP Gas Engine for Use On Mack Gas-Electric 
Switching Locomotives 
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the speed at which it is governed, but has a maximum 
rating of 150 hp. at 2,000 r. p. m. 

lt has constant-clearance, invar-strutted aluminum- 
alloy pistons and machined tubular connecting rods of 
drop-forged, chrome-molybenum steel. The valves are 
of the poppet type located on the right side of the head 
which is of L design. The crankshaft is of the four- 
bearing type and is made of heat-treated manganese steel 
counterbalanced with integral counterweights. 

The combination splash and pressure system of lubri- 
cation, gravity-feed fuel system and high-tension mag- 
neto ignition, are used. The cooling system incorporates 
a 30-gal. water circulating pump. A 12-volt starting mo- 
tor, a 12-volt—225-volt generator, and a 12-volt battery 
completes the equipment. 


A Bell Ringer with 
Cushion-Spring Stop 


HE American Locomotive Company, New York, 

has on display at its booth a pneumatic bell ringer 

in which air is admitted for only 9-64-in. of the 
piston stroke and which is furnished with a yoke spring 
that forms a cushioned stop to the upward swing of the 
bell, preventing it from revolving. No rings are used 
on the pistons and most of the air used in one stroke of 
the piston is impounded for the next stroke. 

When in operation, air pressure controlled by a 3-8 in. 
globe valve, enters the intake port of the cylinder, .passes 
through the ports in the wall of the piston into its cen- 
tral cavity. This gives an upward movement to the pis- 
ton, thus swinging the bell. The air supply is cut off 
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The Alco Bell Ringer 


when the lower piston port has passed the cylinder in- 
take port and uncovered the exhaust port through which 
a small quantity of the air is permitted to escape past 
the choke plug 2. The upward movement of the piston 
is stopped by the tee-head of the combination pin 1 
striking the bottom of lug 8, but the bell continues its 
swing until reversed by spring 3. 

The ringer is interchangeable with existing installa- 
tions of other types, the length of the push rod 4 being 
the only alteration necessary to suit any location of bolt- 
ing pad. A few drops of oil applied regularly at 5 lubri- 
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cates the push-rod ball on its seat and flowing down the 
central hole 6 is led to the cylinder bore through the 
holes 7. 


The Diehl Positive Drive 


HE Diehl Manufacturing Company, Elizabeth- 
port, N. J., is exhibiting a geared drive for passen- 
ger-car generator sets which is mounted on the 
axle and underbody of the car. The drive consists of a 
large split spur gear E mounted on a bushing B and 
keyed by C to the axle A. Axle A must be turned ac- 
curately to the A.R.A. specifications. Gear E meshes 
with pinion F mounted on jack shaft J running on ball 
bearings J parallel to axle A. At one end of jack shaft 


I is the bevel gear G which meshes with a second bevel 
dS 











Diehl Positive Drive for Passenger Car Generator Sets 


gear H mounted on tail shaft K running on ball bearings 
L perpendicular to axle A. Drive shaft O is connected 
to this tail shaft K and to the generator by means of two 
universal joints N. 

The entire gear assembly is enclosed in a dirt-tight 
housing consisting of sections R-1, R-2 and R-3. Sec- 
tions R-1 and R-2 form the bearing surfaces for journals 
O which are adjacent to the teeth of gear E. Sections 
R-1 and R-2 also contain outboard bearings for journals 
D. These bearing surfaces are grooved for a grease 
seal to prevent dirt from entering the gear housing. 
There is a small clearance between the bearings and sur- 
faces D to provide freedom of motion while car is 
running. 

The housing is supported at one end by bearing sur- 
faces O on gear E. The other end is hung from spring 
S by means of loop W’, adjusting screw V and clevis U. 
Thus the housing is free to move in a vertical plane, 
limited by rubbing plate T which is riveted to sill P. 
Spring § is held by suspension bracket M which is riv- 
eted to the underframe of the car and acts as a pivot for 
spring S to allow for side motion of the car. Guide 
fork X is fastened to truck-end Y and acts as a guide 
for the side motion of clevis U. Z indicates the brake 
beam. 

There have been one or two changes made in the drive 
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since it was first developed. The principal change has 
been the development of a safety device to replace the 
flange formerly used on the generator-shaft extension. 
In case of failure of the generator bearings, or any me- 
chanical trouble in the generator which would prevent 
it turning, a pin on the safety device shears, thus dis- 
connecting the drive from the generator. The drive 
shaft continues to rotate in its former position but runs 
on a bronze bearing in the safety device. When routine 
tests of the generator are made it is only necessary to 
pull out the shear pin to disconnect the generator from 
the drive. 


Niles 27-In. Lathe 


27-IN. lathe, designated as the Time-Saver, is be- 

ing exhibited by the Niles Tool Works Company, 

Hamilton, Ohio. This lathe is equipped with power 
rapid traverse for the carriage, direct-reading index 
plates, a single lever for snapping in either cross or long- 
itudinal feed and a sloping-wab bed designed to divert 
cuttings to the back of the machine. 

The bed is cast with a solid web to tie both ways to- 
gether and has box-form leg supports. The apron is 
made in one piece with double walls and with supports 
for both ends of the gear shafts. LeBlond compensating 
V type ways are used to insure alinement. Tool-steel 
clutches for longitudinal and cross feeds are fitted in the 
apron. MHeat-treated Maag gears are used throughout 
and Timken tapered roller bearings are used on the spin- 
dles in the headstock drive box. All driving gear shafts, 
including the motor-pinion drive shaft, have at least two 
bearings. 

The tailstock is heavily designed and has a large spin- 
dle and center. It is clamped by four locking bolts, all of 
which can be reached from the front of the lathe. The 
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spindle is clamped by a double plug locking mechanism 
and is equipped with a self-ejecting center. 

The lathe is equipped with a single-pully drive and a 
multiple-dise clutch, the discs of which are engaged by 
springs. The clutch is operated from a handle on the 
carriage or from a lever on the head. When the clutch 
is released, a brake is automatically applied which stops 
the machine. Twelve speeds are obtained by shifting 
gears. 

The taper attachment travels with a carriage of the 
lathe. The end of the cross-feed screw is held in a block 
which is held stationary by means of a bolt connecting it 
to the carriage for straight turning. For turning taper, 
the same bolt is removed from the carriage and connected 
to a long sliding block in a guide set at the required an- 
gle. It will turn at one setting any taper up to 2 13-16 in. 
per ft. and 18 ft. long. 

The flood system of lubrication is used in the head- 
stock gear box. Filtered oil is pumped to the top of the 
gear box and flooded directly over the gearing. Also, oil 
is piped to individual gears and bearings. 

A pump driven from the power-traverse gear box de- 
livers coolant through a flexible hose to the carriage. It 
is returned by way of the steel pan at the back of the bed 
to a settling tank in the head-end leg. This tank is de- 
signed with two chambers, the first of which acts as a 
settling chamber, the second as the coolant reservoir. 

The lathe has a face-plate diameter of 26 in. and a 
tail-spindle travel of 10 in. Forty-eight feeds are avail- 
able, 32 of which are obtained without changing gears. 
The range of feeds runs from 1-64 in. to 1 in. and the 
number of threads that can be cut ranges from 1-2 to 28 
per in. Twelve spindle speeds are available, ranging 
from 4 r. p. m. to 236 r. p.m. Adjustable-speed or con- 
stant-speed motor drive can be applied and a 1-hp. motor 
is used for the rapid traverse of the carriage. The lathe, 
with a 12-ft. bed, occupies a floor space 15 ft. 7 1-2 in. 
long and 5 ft. 6 in. wide. The height, including a single 
pulley a. c. motor, is 5 ft. 9 3-4 in. 
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Locomotive Rod Grinder 


HE Independent Pneumatic Tool Company, 
Chicago, has recently placed on the market a rod 
grinder, especially adapted for locomotive work, 
which is included in this year’s exhibit. This powerful 
new grinder is used for surfacing locomotive frame 
jaws, rods, straps, rod brasses, shoes and wedges, welds 


and valve-motion parts. The wheel guard is made 
small enough in diameter to get into a_ three-inch 
space. 


The Thor rod grinder is available in two lengths 
of wheel, 6 in, and 9 in. The 6 in. size has a speed 
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Thor Rod Grinder Made with 6-In. or 9-In. Wheel Face 


of 6,000 r. p. m. and weighs 21% lb. The length over- 
all is 251%4 in. The tool carries an abrasive wheel 2% 
in. in diameter, by 6 in. long, with a %4 in. spindle hole. 
The 9-in. size also has a speed of 6,000 r. p. m. and 


weighs 24 Ib. The length overall is 29 in. This size 


carries an abrasive wheel 2% in. in diameter, by 9 in.- 


long, with a % in. spindle hole. 


Keystone Locomotive 


Headlight Switches 


HE exhibit of the Electric Service Supplies 
Company, Philadelphia, Pa., includes a type 
SDE Keystone locomotive headlight switch 
which has the dimming resistance mounted on the 
same base as the blade and which is arranged for 
five positions. The blade operates in a plane parallel 
to and close to the base, which is made of composi- 
tion material. The copper switch blades are of the 





The Keystone Type SDE Locomotive Headlight Switch 
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duplex type, spaced apart at their upper end by a 
contact bridge to which they are bolted. At the 
lower end of the blade this spacing is made by means 
of an insulated handle. A curved guide also acts as 
a support for the blade to prevent bending or distor- 
tion. A spring plunger engages with the notches in 
this guide at each stop point of the handle. 

The switch cover consists of a cast aluminum frame 
provided with two outlets tapped to receive stan- 
dard %-in. conduit. The switch fits into the frame 
and is removable, thus permitting a permanent in- 
stallation of the frame. Over the frame a perforated 
pressed steel cover is supplied, exposing only the 
operating handle. 


The Center-Hung 
Baker Valve Gear 


HE Pilliod Company, New York, is now manu- 

facturing what is called its center-hung gear. The 

ohyect of the design is to dispense with trunnions 

on radius bars and reverse yokes, replacing them with 
pins in double shear. 

The illustration shows an assembly of this gear which 

has large cavities for oil or grease to permit long loco- 
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The Center-Hung Baker Valve Gear 


motive runs. The bushings are made of either case- 
hardened steel or bronze, with pins hardened and 
ground. 

The radius bars are of hand-forged carbon-vanadium 
steel, heat treated, and are provided with bronze bush- 
ings where they join the reverse yoke. The pin at the 
bottom is casehardened steel held in place by two clamp 
bolts. The connecting rod is heat-treated, hand-forged 
high-carbon steel, and has bearings of steel and bronze. 
The center-hung gear frame is a double section at each 
side for supporting the reverse-yoke pin. The pins sup- 
porting the yoke and the bell crank are of casehardened 
steel and the reverse yoke pins are held in place by clamp 
holts which also act as a key. 
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Buckeye Six-Wheel 
Tender Truck 


HE Buckeye Steel Castings Company, Columbus, 

Ohio, has adapted its articulated six-wheel truck, 

which has been in use under high-capacity coal 
cars for the past 10 years, to tender service: Some modi- 
fications have been made in the design to suit tender 
requirements but the fundamental principles are still 
retained. 

This company has at its exhibit a quarter-size model 
of the Buckeye six-wheel truck modified for tender 
service, the modification consisting principally of re- 
ducing the bolster system from a five-piece to a three- 
piece system. 

Trucks of this type have had a year’s service under 
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of the three axle journals on that side. Equalization of 
the load is accomplished by means of the equalizing 
member which is always balanced and distributes the 
load evenly to all the journals. By this principle of 
equalization of load, no equalization is credited to spring 
travel and this assures an equal distribution of the load 
to all journals regardless of spring or track conditions. 

The design is such that either single brakes or clasp 
brakes of both the horizontal- and vertical-lever types 
can be used and in all cases brake beams are hung from 
a part of the truck which does not travel with the com- 
pression of the springs. 

The flexibility of the design is of considerable ad- 
vantage in that it enables the truck to conform readily 
to unevenness and sharp curvature of the track and also 
makes the use of lateral-motion or swing carrier devices 
unnecessary. 

The riding quality with the helical springs in this de- 
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A General View of the Buckeye Six-Wheel Tender Truck with Roller Bearings 


tenders having a capacity of 22,000 gallons of water and 
30 tons of coal, the tender body being built on water- 
bottom underframes, and all carried on 6%-in. x 12-in. 
axles. During this period the truck has shown itself to 
be well suited to the requirements of tender service. 
The design employs the use of Grade B steel castings 
only, a feature which permits a lighter weight truck 
for a given capacity than the use of Grade A steel would 
allow; i. e., the same weight truck using Grade B steel 
castings will carry a tender of greater capacity than one 
using Grade A steel. 

Roller bearings of various types have been applied 
to the truck as well as plain bearings, as will be seen by 
referring to the photographs. 

The truck consists of a center bolster having integral 
center plate and side bearings, and two transverse 
bolsters on which the center bolster rests, a machined 
inclined bearing surface at each corner of the center 
bolster being provided for that purpose. Each one of 
the transverse bolsters rests on a group of A.R.A. helical 
springs which are supported by the side frames. The 
side frame system consists of three pieces on each side, 
two side frames with journal boxes for the end journals 
and an equalizer cast integral with a journal box de- 
signed for standard A.R.A. parts for the center axle 
journals. The photograph showing a general view of the 
truck illustrates the bolster and side-frame construction. 

The side frame system is so designed that one-third of 
the load on each side of the truck is distributed to each 


sign of truck has been found satisfactory as the tender 
is carried on four groups of springs in each truck and, 
due to the equalizing principle and the fact that the 
spring groups are spaced at a considerable distance 
longitudinally with the track, the spring action does not 
become synchronized to cause undue car sway or 
vibration. 

The simplicity of the design makes it easy to assemble 
and dismantle the truck, right and left castings are 
avoided to a large extent and parts are accessible for 
inspection. Wheels can be readily changed on a drop 
table or if necessary, with only the use of blocks and 
jacks. None of the load-carrying parts are suspended on 
hangers or are subjected to direct tension, a feature which 
contributes to its safe operation. 


The Draper Flue Rumbler 


HE Draper flue rumbler, exhibited by the Scully 
Steel & Iron Company, Chicago, is of extra heavy 
design with double drive. The large base plate, 
to which is bolted the pillasters that hold the rack of 
reducing gears and motor, is bolted to the concrete foun- 
dation. All the gears and pinions are milled. The large 
pillaster bases which support the drum of the rumbler 
are also bolted to the concrete foundation. On exten- 
sions of these bases are mounted the bearings for the 
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double drive shaft. The driving gears mesh closely into 
the large ring gears which are bolted securely on the 
drum heads. 

The drum is made of three 8-ft. steel plates double 
riveted to the heads and strengthened by a 9-ft. plate 
riveted securely to the center plate and overlapping and 
double riveted to each of the end plates. Besides all 
plates being riveted, the three inner plates are welded 
together and the outer plate welded to the inner plates at 
the ends. 

By welding all sheets together, it is practically a one- 
piece drum, reinforced in the center. The flanges of the 
drum heads overlap the ends of the steel drum 6 in., 
thereby strengthening it close to the head. 

The rumbler can be placed in a pit below the floor of 





The Draper Flue Rumbler 


the flue room, accessible to the shop crane. It can be 
loaded at the top, the flues rolling out at the bottom 
when the door opening is turned down. Then the clean 
flues can be stored in the pit and lifted out with slings. 
Tight-fitting doors in the floor deaden the noise. 

If the rumbler is set outside the flue shop, the inside 
shop crane can be used to lift the flues on a rack from 
where they can roll outside through a long door into the 
top of the rumbler. Another door in the wall below the 
bottom of the body of the rumbler will allow them to 
roll back into the shop where they can again be handled 
by the shop crane. 


T-Z Blow-Off Cock 


HE T-Z Railway Equipment Company, 14 East 
Jackson boulevard, Chicago, is exhibiting a new 


design of blow-off valve for both locomotives and 
industrial power plants. The main body parts are electric- 
steel castings. |The spindle valve is die-cast bronze witha 
seat of monel metal. Due to the construction of the 
operating gear, the splindle valve may be rotated on its 
seat under full boiler pressure by applying a wrench to 
the bottom nut. The valve as a whole may be quickly 
changed from a right-hand to a left-hand by removing 
the upper pin of the ling and swinging the entire operat- 
ing gear to connect with the lug on the opposite side of 
the he uly. 

After the valve is attached to the boiler and all joints 
are tight, the upper half need not be disturbed as the 
wearing parts are all a part of, or attached to, the lower 
half, which may be removed by disconnecting it from the 
upper half. 

Strainers can be furnished for either flanged or screw 
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The T-Z Blow-Off Cock for High Pressures 


body types, without change to valves or joints. An 
operating gear forming a part of the valve can be fur- 
nished so as to operate in vertical, horizontal or oblique 
directions and with lever ratios to suit any load required, 
For stationary boiler practice both screwed and standard 
flanged connections can be furnished to suit conditions. 


The Union Type T 


Crosshead 


HE Union Steel Casting Company, Pittsburgh, 

Penna., has recenty placed on the market the 

Union Type T crosshead which was developed on 
one of the larger railroads to overcome objectionable 
features in the conventional type of crosshead. 

The wrist pin in a crosshead is usually applied from 
the inside which creates a difficult operation in connec- 
tion with removing and replacing the pin because of the 
delay caused by the necessity of spotting a locomotive 
so that the wrist pin can be handled through the spokes 
of the front driving wheel. In the Union Type T cross- 
head, the wrist pin is applied from the outside and, it is 
said, can be removed and replaced for less money and 
in a shorter time than is the case with the ordinary type 
wrist pin. 

On this type of crosshead the wrist pin is designed so 
that there are no threads and wrist-pin nuts necessary to 
keep the pin in place. This is accomplished by a simple 
keeper plate which has as a part of it a tongue that pre- 
vents the wrist pin from turning in the crosshead fit. 
The keeper plate is secured by four gib bolts and is 
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backed up by two lugs on the face of the crosshead which 
take the shearing strain off the gib bolts. 

The connections for the Union link can be made op- 
posite the center of the wrist pin, above or below the 
center of the pin, or out from and below the crosshead. 
In the latter case, the keeper plate can be made of cast 
steel. The lugs on the face of the crosshead serve to take 
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A Side View and Section of the Union Type T Crosshead 


the alternate thrust and pull of the union link from the 
gib bolts and prevent the bolts from working loose. 

The wrist pin is fitted with provision for draw and the 
keeper plate is given a slight rock over the end of the 
wrist pin so that when the gib bolts are drawn up, there 
is a pressure on the end of the pin which keeps it tight 
in the fits. A patent has been applied for on this device. 


The Detroit Model B 


Mechanical Lubricator 


HE Detroit Lubricator Company, Detroit, Mich., 
is including in its exhibit the Detroit Model B 
mechanical lubricator. 


locomotive All working 





The Detroit Model B Locomotive Mechanical Lubricator 
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parts operate in a bath of oil and are accessible by lift- 
ing off the cover to which the entire pumping mechan- 
ism is attached, leaving the drive mechanism completely 
exposed in the tank. The pump headers are individual 
and may be removed by unscrewing two nuts. Individual 
strainers of fine mesh screen are provided for each feed 
and are easily removable. These are enclosed by a 
heater and are covered by a shield which serves to keep 
the oil surrounding them hot and of even temperature. 
A heater, preferably used with exhaust steam, is fur- 
nished with an effective heat-control valve at the steam 
inlet. 

Adjustment of individual feeds is made by opening 
the filler cap. The filler cap is hinged and provided 
with a quick-opening and self-locking feature. A rod 
type of oil gage graduated in pints is reached through 
the filler cap. A hand crank is supplied, a holder on 
one end of the lubricator tank carrying it when not in 
use. The drive arm of the lubricator is of a non-adjust- 
able type and is cut to proper length at the time of 
installation. 

A high-pressure terminal check valve is furnished 
wherever oil is introduced into steam, while a low- 
pressure check valve is provided for other points, such 
as the guides, etc. These are of the diaphragm type. 


The Alco Pipe Clamp 


MULTIPLE pipe clamp, designed for holding 
parallel lines of pipe and which requires but a sin- 
gle stud to secure it to the boiler, is being exhibited 
by the American Locomotive Company, New York. It 
consists of a ribbed bracket with V-ways and caps with 
V-ways corresponding to those of the bracket. Bolts 
through the bracket and the caps draws the pipes into 
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The Alco Ribbed Pipe Bracket with V-ways and caps 
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the V-ways, holding them rigidly in place. The bracket 
is made to suit all sizes of pipe and in varying heights to 


meet varying requirements. It is light in weight and is 
applicable to many locations on the locomotive. 


Lower Class Four 
Locomotive Stoker 


HE Lower Stoker Company, Pittsburgh, Pa., is 
exhibiting the Lower Class No. 4 locomotive 
stoker. This stoker consists of a screw conveyor 
flexibly mounted in the tender and a screw elevating 
conduit rigidly mounted on the locomotive. The ele- 
vating screw extends slightly inside the fire-door open- 
ing so that the coal is delivered to the upper or dis- 
charge end of the elevating conduit without packing; 





Cab View of the Lower Locomotive Stoker 


from this point it falls down onto a distributing table 
and is distributed by steam jets. 

The crushing of the coal is accomplished without the 
use of a toothed crusher, thus eliminating unnecessary 
crushing and a large amount of pulverizing. The crush- 
ing in the Lower stoker is done in a crushing zone and 
the large lumps are caught between the conveyor screw 
and the rear wall corner of the ball joint casting, and 
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only such lumps as are too large to pass through the 
screw are broken. The diameter and pitch of the screw 
are so proportioned as to eliminate jamming in the crush- 
ing zone. 

The absence of packing in conveying the coal elimin- 
ates to a large extent the grinding action and the pulver- 
izing of the fuel, and this elimination, together with the 
method of crushing, decreases the amount of dust 
formed and decreases the cinder and smoke nuisance. 

The distribution is controlled by the steam jets men- 
tioned above and two adjustable vanes, which are used 
to control the amount of coal fed to the rear corners and 
side sheets. The jets are fed by four steam lines, each 
containing a globe valve, and are so located as to give 
the fireman positive control over all portions of the 
grate and enable him to maintain economical distribu- 
tion, thereby obtaining results which are said to compare 
favorably with hand firing. 

The three-row jet arrangement facilitates even dis- 
tribution. The lower jets are low pressure and dis- 
tribute the small lumps of coal, while the upper two rows 
are high pressure and distribute the large lumps. In 
this way the small and large lumps are handled separately 
and a good distribution of each to various areas of the 
fire is obtained. 

The ribs on the distributing table allow the small coal 
to fall down between them and be distributed by the low- 
pressure jets and also hold the large lumps up to be 
distributed by the high-pressure jets. These ribs also 
assure the coal being held in the jet stream until it leaves 
the distributing table. The size of these various rows 
of jet holes is so proportioned as to give a correct re- 
lation between their forces. 

The upper row of high-pressure jets also prevents 
the small coal from being deflected upward into the 
locomotive draft stream and thense out of the stack. 

The stoker is driven by a 4-34in. by 5-in. two-cylinder 
double-acting steam engine, which may be located either 
on the locomotive frame or in the tender. This engine 
drives the conveyor screw through a double gear re- 
duction in the rear of the conveyor trough. The con- 
veyor screw in turn drives the elevating screw through 
a double universal joint arrangement. 

The locomotive unit of the Lower stoker weighs ap- 
proximately 1,000 Ib., the conveyor trough 2,800 Ib., 
and the driving engine 1,100 lb., making a complete 
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A View of the Assembled Stoker on the Shop Floor 
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stoker weight of 4,900 lb. These weights will vary 
somewhat according to the various lengths of trough 
and locomotive units. 


Niles Improved 90-In. 
Quartering Machine 


HE Niles Tool Works Company, Hamilton, Ohio, 
is exhibiting an improved 90-in. quartering 
machine which is 18 ft. long and 6 ft. 2% in. 
between centers. It has a 13%-in. boring-bar travel, 
feeds of 1/32 in. and 1/16 in., and will turn 12-in. by 
24-in. crank pins. The recommended operating speeds 
are 5 r.p.m. to 35 r.p.m. 
The machine is so designed that when the wheel set 
is in position the right crank pin or crank-pin hole on 
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right-lead engines (when facing the machine) is on the 
front center and the left crank pin is on the bottom 
quarter. The wheel sets are held in the machine on steel 
centers which can be driven in by a hand wheel. A 
hand-wheel adjusting clamp on the front of the machine 
is attached to the tire to adjust the wheel set for quarter 
position. When setting a pair of wheels in the machine 
the wheel supports are moved up against the inner face 
of the tire and the blocks are set up against the journal. 
The wheel set is then firmly locked against the V- 
supports by heavy angle clamps. 

The right-hand head is movable out and in for stroke 
position and the left-hand head is movable up and down 
for stroke position. Each head unit consists of a sub- 
base, box turning head, drive and feed mechanism. The 
heads are mounted and bronze gibbed to V-ways on the 
sub-base. The box chuck revolves in the head in two 
independent sectional bronze bushings, each 9 in. long. 
The longitudinal feed is through a worm and gear located 
on an enclosed screw centrally located in the base. The 
feed mechanism is provided with a safety clutch. At the 
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outer end of the box chuck is a helical ring gear which 
is driven by a helical pinion mounted on the main drive 
shaft. The pinion moves integrally with the head and 
slides on a double spline in the drive shaft. The gears 
are fully enclosed and run in oil. 

The right head is movable out and in and is set for 
stroke position by hardened and ground blocks placed 
between hardened stops which are located at the base- 
line center of the unit. The unit is locked rigidly in 
position by large bolts, one on each corner. The up and 
down movement of the left head is obtained through 
two large coarse-pitch screws simultaneously operated by 
one lever through pearing. The head is set for stroke 
position by hardened and ground blocks between 
hardened stops at each end of the unit directly under the 
center of the weight. The head is then locked in position 
by a large clamping bolt. 

Each head is provided with hand and power traverse 
for both directions. One feed-change lever provides two 
changes of feeds; namely, 1/16 in. and 1/32 in., the 





The Niles Improved 90-in. Quartering Machine 


feed and traverse movement being interlocked for safety. 

The center supports are large castings bolted to the 
sub-base. The spindles are 314 in. in diameter and are 
movable in and out by a large hand wheel through gear- 
ing and a screw. A clamp is provided for locking them 
in fixed position. The wheel supports are of heavy 
design to support the heaviest wheel set and have a 
lateral movement on the bed so that they can be brought 
up against the inner face of the tires for rigid clamp- 
ing of the wheel set. This lateral movement is obtained 
through a small hand wheel on a light coarse-pitch screw 
located close to the base of the supports. Each support 
carries the bracket that holds the inboard bearing for 
the boring bar. 

On the inner face of the box chuck there are two 
parallel tee slots which receive the two tool holder brack- 
ets for holding the cutting tools and burnishing rollers. 
The brackets have in and out adjustment in the tee slots 
and the toolholders are operated by a screw movement. 

The boring bars for quartering are made up of three 
pieces ; namely, the socket bolted to the outer end of the 
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box chuck, the boring bar itself and the pilot bar for the 
inner end of the boring bar. When the boring bars are 
assembled and in place, they become a part of the head 
units from which they obtain their rotation and in and 
out feed. Both the boring bars and the pilot bars are 
held in their respective sockets by a taper and draw bolt, 
the latter acting also as a knockout. This combination 
bolt for the pilot bar is part of the bar and, therefore, 
provides a quick application and removal of the pilot 
when necessary. This bar is made hollow to reduce its 
weight. The boring bar has an inboard bearing which is 
set for stroke position by hardened and ground blocks 
similar to those used for setting the head units. When 
the machine is changed from quartering to crank-pin 
turning, the pilot bars are removed and stored. The bor: 
ing bars are knocked loose, passed through into the in- 
board bearing and there retained until again needed. 
Other than the actual removal of the pilot bar, no other 
parts of the machine are disturbed. 

The motor is mounted on a separate base behind the 
head unit and is directly connected to a speed box hav- 
ing one mechanical speed change. On a helical driven 
gear shaft is a grooved pulley driving a series of V-belts 
to a like pulley transmitting rotation to the main drive 
and feed shaft. 

The drive motor recommended is either a 3 to 1 d.c. 
motor, 500 to 1,500 r.p.m., providing speeds of from 5 
to 36 r.p.m., or a multi-speed a.c. motor of 600, 900, 
1,200, and 1,800 r.p.m., proving eight speeds from 6 
to 43 r.p.m. 


Alco Weldless Boiler Brace 


WELDLESS boiler brace, consisting of the brace 

rod and the foot attaching the brace to the boiler 

shell, is being exhibited by the American Locomo- 
tive Company, New York. The rod is forged without 
welds while the jaw on the end of the rod is formed in 
a forging machine. The eye on the opposite end is up- 
set. The hole is not drilled in the eye end until the 
actual measurement is taken from the boiler. 





An Application of the Alco Weldless Boiler Braces 
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The brace rod is formed without welds to give it 
strength and safety. The brace foot is formed of a 
piece of flange steel, cut to the proper outline, such that 
when the sides are bent over, it forms the jaw for the 
rod connection. 


Standard Type B-T Stoker 


HE Standard type B-T stoker exhibited by the 
Standard Stoker Company, Inc., 350 Madison 
avenue, New York, is applicable either to new or 
old power, but it is particularly designed for application 
where cab intrusion may be disregarded. It is desired 
to use lump coal and deliver it to the firebox without any 
appreciable reduction in size. This stoker is somewhat 
similar to the Standard type B-K stoker in that it com- 
prises a rigid trough on the tender, a rigid discharge box 





The Standard B-T Stoker 


delivering the fuel to the firing opening of the locomo- 
tive firebox and an intermediate housing section tele- 
scopically extensible and universally connected at its 
ends to the trough and the discharge box to perniit ar- 
ticulation between the locomotive and tender. In the 
type B-T stoker these parts have been modified and em- 
body a novel distributing system, a special slide-gate 
crusher arrangement and a two-section conveyor screw 
that conveys lump coal from the tender to the firebox 
with little degradation of the lumps. 

The coal from the tender falls by gravity into the 
tender trough. The flow of coal to this trough is con- 
trolled by the usual form of sliding plates. A cast-steel 
screw conveyor moves the coal forward past a crusher 
which acts to reduce the size of any lumps too large for 
efficient firing to a predetermined size suitable for de- 
livery to the firebox. An adjustable slide gate in the 
crusher zone, manually adjusted, controls the maximum 
size lump coal to be fired. 

From the crusher the coal moves forward past a joint 
connecting the two screw sections. This joint is de- 
signed to eliminate crushing of the coal. The coal is 
then moved forward by the forward screw section 
through the intermediate housing and discharge box in 
free and loose form without packing or jamming. This 
forward screw is practically shaftless and has concave 
flights arranged to advance the coal freely. It terminates 
in a convex flight which imparts a lifting action to the 
coal in the discharge box. 

The various size lumps or particles of coal are scat- 
tered over the fire by a single row of steam jets sweep- 
ing over a distributor plate which comprises side pockets 
directing a portion of the coal to the back corners of the 
firebox and an inclined center portion imparting a longer 
trajectory to the larger lumps. This arrangement is de- 
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signed to spread the different sizes of coal evenly over 
the firebed with a minimum consumption of steam. 

The stoker is driven by a simple two-cylinder double- 
acting steam engine the same as used with other types of 
Standard stokers. The engine may be mounted on the 
locomotive or in a compartment on the tender. It drives 
the conveyor screw sections from the rear of the trough 
through spur gears. 


The Coppus Locoblow 


HE Coppus Locoblow for drafting locomotives in 
enginehouses has been placed on the market and is 
being exhibited by the Coppus Locomotive Equip- 
ment Company, Worcester, Mass., and is now being used 
by fifteen railroads in more than fifty enginehouses. 
The Locoblow is a motor-driven blower which is 
placed on top of the stack of a locomotive and draws 
the gasses through the stack, discharging them up the 
smoke jack. Until recently, only one speed was pro- 
vided which drafted an engine in 35 to 45 min., depend- 
ing upon the temperature of the feedwater and the steam 
pressure desired. The draft was found to be too strong 
for providing ventilation for hot work and consequently 
it was necessary to raise the Locoblow off the stack to 
break the draft. Demand was made for lower blower 
speed to provide proper ventilation and most Locoblows 
are now furnished with two-speed motors—1,800 r.p.m. 
and 3,600 r.p.m. 
It was found by drafting an engine at low speed that 





The Locoblow in an Enginehouse Installation 
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The Locoblow in Operation in an Outdoor Installation 


the current consumption was lower“though the time re- 
quired for drafting was longer than when the higher 
speed was used. A series of tests developed that a loco- 
motive could be drafted in 75 min., consuming %4 kw.- 
hrs., whereas, when drafting with high speed, it would 
take 40 min. and consume 2% kw.-hrs. With power at 
2 cents per kw. hr. the cost at low speed was 1% cents, 
and at high speed 5 cents. But when a locomotive is 
wanted in a hurry, the Locoblow, using the high speed, 
is designed to get the locomotive out in considerably less 
time than if the house blower were used. 

Originally the Locoblow was intended to serve one 
stall only, but in enginehouses which were not very busy 
this was found to be quite expensive and consequently 
it was applied to two stalls and often used this way. 
With the two-stall plan the Locoblow is carried on a 
monorail between two smoke jacks, as shown in one of 
the illustrations. By using this method of application 
the cost of installation per stall is practically halved. 

Another interesting development where the Locoblow 
is used out-of-doors is also illustrated. Here it is 
mounted on the arm of a jib crane which is located be- 
tween two adjacent tracks. In some cases the Locoblow 
is provided with a cover to protect it from the weather. 
The cover is blown open when the Locoblow is in action 
and automatically closes when the draft stops. 

Whether the Locoblow is used for a single stall or for 
two stalls or out-of-doors, it is started automatically by 
throwing in a limit switch. The switch is mounted on 
the monorail a short distance from the smoke jack. 
When the Locoblow is moved from the locomotive stack 
past the limit switch it is stopped automatically. This 
relieves the hostler of all care to see that the Locoblow is 
not left on the stack when inoperative. 

The Locoblow is self-cooling, drawing a strong cur- 
rent of air around the motor. By this means the motor 
is protected against damage from hot gases. 
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Automatic Oil Reducer 


HE Genuine Detroit automatic oil reducer is an 
attachment to the Genuine Detroit Model A loco- 
motive mechanical lubricator. It was designed 
by the Detroit Lubricator Company, Detroit, Mich., to 
furnish maximum oil feed to the valves and cylinders 
during heavy-duty operation and a minimum oil feed 
for light-duty operation or during drifting periods. The 
construction of the device consists essentially of two 
units: the oil reducer proper, which is fastened to the 





The Automatic Oil Reducer Is an Attachment to the 
Detroit Model A Mechanical Lubricator 


side of a lubricator, and a wedge bar fitted on top of 
the lubricator header carrier. The wedge bar has a wide 
variety of design to give to the valves and cylinders the 
desired proportions of oil. The oil-reducer unit is com- 
posed of a piston working in a cylinder against pressure 
of a compressed spring. A bell crank transmits the 
motion of the piston to the wedge bar, which is supported 
on lubricator header carrier in proper position below the 
heads of adjusting screws. The device is actuated by 
the drop in steam pressure within the locomotive steam 
pipe which causes the inclined surface of a wedge to be 
drawn from under the head of the lubricator feed ad- 
justing screws, thus producing a clearance which reduces 
the stroke of the plungers, thereby feeding less oil. 

The other unit of the device, consisting of the wedge 
bar, is fitted to the lubricator header carrier and engag- 
ing arm of the bell crank. It consists of a straight rec- 
tangular bar of serrated profile so placed that the slope 
of the wedge surface rests below the feed adjusting 
screws of the lubricator which feed the valves and 
cylinders. 

Under usual operating conditions, with the throttle 
open, the normal steam pressure in the locomotive steam 
pipe acts upon the piston of the oil reducer, maintaining 
it in an elevated position, thereby keeping the slope .of 
the wedges below the heads of the feed-adjusting screws. 
When the locomotive is drifting the reduction in steam 
pressure permits the spring to force the piston down, 
thereby actuating the bell crank and moving the wedges 
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away from the under heads of the feed-adjusting screws 
to provide a clearance between them. This results in a 
shortened stroke of lubricator plungers and a reduction 
in the amount of oil fed. This drifting position is also 
maintained when the locomotive is at rest. 

The automatic oil reducer is furnished when specified, 
installed upon the Model A mechanical lubricator. It 
can also be installed upon these lubricators already in 
service, necessitating, however, their return to the fac- 
tory for slight alterations. 


Hanlon Locomotive Sander 


Te C105 locomotive sanding equipment, exhibited 
by the Hanlon Locomotive Sander Company, 
Winchester, Mass., embodies a sand trap, an air 
valve, a pipe cleaner and a pipe shield. The air supply 
to the sander and pipe cleaner is controlled from a single 
air valve. The air valve is so constructed that air can 
flow to either the pipe cleaner or the sander, but not to 
both at the same time. 

The nozzle chamber and the sand passage of the 
sander are independent of each other and, because of 
this construction, either section of the sander can be in- 
spected or cleaned without disturbing the air connection 
or cutting off the sand supply. 

Clean-out plugs are located above each of the air noz- 
zles and at both ends of the sand passage for the easy 
removal of foreign matter. The pipe cleaner is placed 


in the sand pipe about one foot from the sand trap and 
can be used with any type of sander casting. The cleaner 
directs a heavy blast of air down through the sand pipe 
and allows a small blast of air to blow back to the sander. 
This small jet of air breaks the vacuum which is caused 






Hanlon Locomotive 
Sander 





The 


by the heavy downward blast of air and prevents sand 
from being drawn from the sand box. The pipe shield 
is designed to prevent stoppage of sand pipes by shed- 
ding any water from the end of the pipe and keeping 
water from entering the mouth of the pipe. 

The air valve has a leather seat and is for use with 
standard back and forward sanders with pipe cleaners. 
When the valve handle is in the upright position the 
valve is closed. The first position forward operates the 
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pipe cleaner and the second position forward operates 
the forward sander. The back positions of the handle 
operate the back cleaner and also the back sander. 


The Alco Slidguide 


HE American Locomotive Company, New York, is 
exhibiting an expansion guide support which re- 
lieves expansion stresses in cylinders and which is 
designated as the Alco Slidguide. It was developed be- 
cause top guides, bolted securely at their forward and 
back ends cannot accommodate longitudinal expansion 
and because the high degree of superheat now used in 
locomotives expands the cylinder barrel, and in combina- 





An Application of the Alco Slidguide 


tion with guide expansion under heat, produces a con- 
dition which at times result in*bent guides, or loose and 
shouldered bolts. 

The Slidguide gives a slight movement of the guides 
in their cylinder-head attachment while providing neces- 
sary alignment of the guides. For new locomotives lugs 
and supports are provided at the front end of the upper 
guides which are held in vertical position by a clamp to 
allow for expansion between cylinder heads and guides. 
The device is applicable to existing locomotives with both 
the Alligator and Laird crosshead guides. 


Spee-D Universal 


Grease Gun 


HE Reliance Machine & Stamping Works of New 

Orleans, La., has on exhibit at its booth its Spee-D 

Universal grease gun which is designed for feed- 
ing 5-in. grease sticks. The gun consists of a barrel, 
machined with beveled rings that fit the standard Spee-D 
side rod fittings, and a plunger and fulcruming mechan- 
ism, both of which are attached to the handle of the de- 
vice. A spring mechanism which holds the collar in en- 
gagement with the barrel makes the fulcruming mechan- 
ism automatic with the operation of the lever. By re- 
versing the position of the collar the fuleruming mechan- 
ism automatically engages and re-engages with the 
operation of the lever when removing the piston from 
the cylinder. 

When in use a 5-in. stick of grease is inserted in the 
barrel which is set on a Spee-D side-rod fitting. The 
plunger is set in the barrel and the collar of the fulcrum- 
ing mechanism set at the top beveled ring. The handle 


RAILWAY AGE 


1548D89 





The Spee-D Universal Grease Gun 


is then lowered, forcing the grease into the connecting 
rod. After the handle has reached its lowest position, 
it is raised and-the fulcruming mechanism is engaged at 
a lower beveled ring and the handle again lowered. This 
operation is repeated until the plunger forces all the 
grease from the barrel of the gun. 


The Dri-Steam Valve 


valve, designated as the Dri-steam valve, which 
Ay innetions as a means of control between a steam 

discharged outlet and header or main and which 
combines the features of a steam separator and a return 
trap, is on exhibit at the booth of the Dri-Steam Sales 
Corporation, New York. The valve consists of the valve 
body A, surmounted by the usual yoke and spindle. To 
the valve disc U is rigidly connected a cylinder W, 
through which are milled expanding nozzles C. Within 
the nozzle cylinder a cage of fixed blades, or turbine F 
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is located. Steam from the boiler flows through the 
vanes of the blades of the turbine and then through the 
nozzles C. This arrangement is called the steam drier. 

A whirling motion is imparted to the moist steam as 
it flows through the vanes of the stationary turbine F. 
This causes the particles of water to be projected by 
their momentum in their original direction against the 
inside wall of the perforated chamber W. The steam 
is there permitted to flow through nozzles C with a ve- 
locity greater-than the velocity of steam at the inlet of 
the steam drier. This increase of velocity causes an 
impact at the edges of the nozzles which breaks up the 
current of steam, with the result that the entrained 
water separates out. 

As the hand wheel is rotated, the spindle rises, lifting 
the valve disc U, the turbine F and the nozzle cylinder 
W, and uncovering successive rows of expanding noz- 
zles C. The amount of opening is given by the indicator 
D that rises with the spindle along the plate E. The in- 
dicator at No. 1 on the plate indicates that one row of 
nozzles is uncovered ; at No. 2, that two rows of nozzles 
are uncovered, etc. The indicator above the last num- 
ber of the plate indicates free passage of steam and, 
when on the topmost line marked B-P, the steam drier 
will function as combined with an ordinary valve. 


Hydraulic Piston Pusher 


HE piston-rod pusher shown in the illustration is 

included in the exhibits of Messinger Bearings, 

Inc., Philadelphia, Pa. It is a compact device 
weighing 65 lb., operated on manually-generated hy- 
draulic pressure, and is designed to effect the separation 
of the crosshead and piston rod without damage to 
either. 

After removing the connecting rod the machine is 
placed in position in the crosshead. Two taper bushings 
of correct external diameters are next inserted on each 
side of the crosshead ready to receive the cylindrical 
wrist pin. Oil is pumped by hand stroking and delivered 
into a cylinder, in which a pressure of 300,000 Ib. may 
be developed against a hardened steel ram_ bearing 
against the entire exposed end area of the piston rod. 
The reaction is taken directly against the surface of the 
crosshead pin and bushings. The pressure is built up 





The Messinger Hydraulic Piston-Rod Pusher 


RAILWAY 





June 23, 1930 





The Piston Pusher in Place Preparatory to Separating a 
Crosshead and a Piston Rod 


gradually, there is no impact, the stress is uniform on 
both sides of the crosshead and the possibility of distort- 
ing or otherwise impairing the crosshead is small. The 
end of the piston rod containing the lathe center hole is 
cleared by the end of the hydraulic press ram, the center 
hole being thus reserved for possible future use. After 
the ram of the press is brought into engagement with the 
end of the piston rod it is ejected by a few strokes of 
the pump handle which develops a push in direct line 
with the axis of the piston rod. 


Wagner Locomotive 
Throttle Valve 


MONG the exhibits of the Bradford Corporation, 
Anew York, is the Wagner Locomotive throttle 
valve. The outstanding feature in the design of 
this device is that the main valve is not moved directly 
by mechanical connections from the throttle lever. The 
lever is connected with a small auxiliary valve which, 
when moved, sets up differential pressures on the main 
valve, causing the latter to move just as definitely as if 
the two valves were rigidly connected. By reason of this 
method of actuation the engineman is not required to 
exert any more force than is needed to overcome friction 
in the rigging. Therefore, the valve is very easy to op- 
erate, irrespective of the size or the steam pressure. 
The illustration shows the Wagner throttle valve as 
applied on the Delaware & Hudson locomotive No. 1402, 
operating at a steam pressure of 500 lb. per sq. in. The 
main valve is cylindrical in form, having a piston at its 
upper end of slightly greater diameter than the valve 
seat. In the lower surface of the main valve is a seat 
for an auxiliary valve. Located above a collar on the 
auxiliary valve stem, and extending through the main 
valve are two nozzles which provide a passage for steam 
from the inlet to the balance chamber above the piston 
on the main valve to the communicating space around 
the auxiliary valve. In opening the valve the auxiliary 
valve is first lifted from its seat. This permits steam to 
flow through the nozzles and past the auxiliary valve 
seat to the valve chests. As the auxiliary valve stem is 
raised higher the area of the outlet passage beneath it is 
increased, and at the same time, the flow of steam 
through the nozzles is throttled, thereby reducing the 
pressure in the balancing chamber. This action con- 
tinues until the upward pressure on the extended surface 
of the piston is sufficient to overcome the downward 
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pressure in the balancing chamber. As soon as this oc- 
curs the main valve is raised off its seat. This move- 
ment in turn decreases the area of the outlet passage 
at the auxiliary valve and reduces the throttling at the 
nozzles so that equilibrium is immediately established 
and that the main valve moves only as fast as the auxil- 
iary valve. 

Wagner superheated-steam throttle valves have been 
applied on the Delaware & Hudson high-pressure loco- 
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The Wagner Locomotive Throttle Valve 


motives operating at 400 and 500 lb. per sq. in., and 
also on a large Mallet locomotive on the Kansas City 
Southern. They are also used in Europe and have been 
installed on the Schmidt-Henschel locomotives for the 
German State Railways, the London, Midland & Scot- 
tish, and the Paris-Lyons-Mediterranean, operating at 
850 Ib. pressure. They are also used on the Schwartz- 
kopff-Loeffler locomotive, operating at a pressure of 
1,760 Ib. per sq. in. 


The Ardco Truck Cellar 


NCLUDED in the exhibit of the Ardco Manufactur- 
[ine Company, Hoboken, N. J., is the engine-truck 

and trailer-truck cellar shown in the photograph. 
The perforated channels of the original cellar have been 
eliminated and the improved design includes perforated 
pipes on each side of the cellar which are fitted with 
sleeve wicks through which the oil seeps slowly to the 
waste after passing through the perforations in the pipe. 
Thus the waste is constantly saturated with oil and the 
journal lubricated at all times. 

The roller at the back of the cellar is held against the 
wheel hub by push rods, tension on which is maintained 
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The Improved Ardco Engine-Truck and Trailer-Truck 
Cellar 


by springs. The roller, being always in contact with the 
oily waste, conveys the lubricant to the wheel hub as the 
wheel revolves. Small pins attached to the push rods 
serve to agitate the waste as the roller moves in and out 
under the influence of lateral motion, thereby loosening 
the waste and keeping it from acquiring a hard glazed 
surface. 


A Globe Valve for 
Superheated Steam 


HE Westinghouse Air Brake Company,Wilmer- 
ding, Pa., is exhibiting a super-steam valve which 
is for use in the supply line to air compressors on 
locomotives having superheated or high pressure steam. 
This valve is strong and rugged, the body being made of 
cast steel, while the valve stem, neck piece, and ring insert 





Sectional View of a Special Valve for Use on Air-Pump 
Steam Pipes 
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for the union swivel connection are made of metals that 
effectively withstand high temperatures in combination 
with high pressure. 

One size of this valve is adequate for all installations, 
the different diameters of steam delivery pipe being 
taken care of by suitable swivels, which can be furnished 
for either iron or copper pipe. The reduction in store- 
room stock possible with this one size of valve for all 
installations, combined with rugged construction, makes 
it a very desirable and economical valve for saturated 
steam use also. 


The Stanley-Ajax 


Electric Hammers 


N the illustration is shown the No. 310 Stanley-Ajax 
electric hammer, which is being exhibited by the 
Stanley Electric Tool Company, New Britain, Conn. 
It is designed to drill, chip or channel in concrete, brick, 
or stone; chisel steel or wood, etc. These hammers are 





The Stanley-Ajax No. 310 Electric Hammer 


equipped with ball-bearings throughout and all parts of 
the mechanism are made from heat-treated alloy steels. 
A patented mechanism delivers powerful blows to the 
cutting tool without shock to the motor or housing. 

The No. 310 hammer weighs 10 Ib. and has a capacity 
of 1%-in. holes in concrete. A heavier hammer, desig- 
nated as type No. 320, is also being exhibited. This 
latter hammer weighs 22 lb. and has a capacity up to 
2-in. holes in concrete. 


The Hanlon Drifting Valve 


VALVE for automatically admitting saturated 
steam to locomotive cylinders when the locomotive 
is drifting is being displayed by the Hanlon Drift- 
ing Valve Company, Boston, Mass. The valve is designed 
to maintain enough pressure in the valve chambers and 
cylinders to prevent the pistons from creating a vacuum 
and to balance the reciprocating parts to eliminate pound- 
ing of the rods, crossheads and valve motion parts, while 
the locomotive is drifting. 
In order to close the drifting valve before coming to 
a stop a kick-off valve is located in the cab close to the 
engineer’s brake valve. By pressing down on this valve, 
air is admitted to a kick-off cylinder on the control valve, 
which trips and closes the air valve of the control valve 
and releases the air in the air cylinder of the drifting 
valve. When this air is thus released the drifting valve 
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Left—The Hanlon Locomotive Drifting Valve 
Right—The Control Valve Attached to the Throttle 
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closes automatically. The drifting valve will stay closed 
until the main throttle is opened, which permits the con- 
trol valve to function. The opening of the throttle closes 
valve A and opens valve B, releasing air from the air- 
cylinder of the steam valve through pipe E to the atmos- 
phere through the release port C. When the throttle is 
closed and the locomotive is drifting, air pressure from 
the main reservoir passes through the control valve to 
the air cylinder of the drifting valve, raising the drifting 
valve off its seat, thus permitting saturated steam to pass 
through a 1-4-in. pipe directly from the steam dome to 
the valve chambers and cylinders. At all times the open- 
ing and closing of the main throttle will operate the 
drifting valve. 

A 1-2-in. cut-out cock is located underneath the kick- 
off valve so that the air supply from the main reservoir 
may be shut off at any time. When this cock is in cut- 
out position, the drifting valve will not operate. It is 
desirable to use this cut-out cock when switching and 
on entering terminals. 


The Crosby Safety Valve 


HE Crosby locomotive safety valve, a sectional 

view of which is shown in the drawing, is being 
exhibited by the Crosby Steam Gage & Valve 
Company, Boston, Mass. The valve seat which is re- 
newable, is made from a non-corrodible nickel-chrome 
steel and is forged, as is the disc. Knife-edge seats are 
used to maintain long life and to facilitate regrinding in. 
Top guides have been adopted to give a free, unob- 
structed opening to afford a more positive guide with 
larger areas and to permit the use of a symmetrical disc 
which will not be distorted by the heat of the steam. The 
muffler is built on a new principle. The open and muffled 
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valves are identical and the muffler can be added to, or 
removed from, a valve in service without dropping the 
pressure or removing it from the boiler. 

The safety valve is of the nozzle type in which smooth 
flow develops the full efficiency of the orifice. The seat 
opening is greater than Crosby valves of corresponding 
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The Crosby Safety Valve 


size which have bottom guides and, therefore, has a 
larger capacity for the same size valve. The top guide 
and flat seat of the valve permits installation at an an- 
gle and, since it is of the nozzle type, the capacity is not 
reduced when a muffler is used. 


Economy Water-Level 
Indicator for Tenders 


DISTANCE depth gage located in the locomotive 
Az for indicating the depth of water contained 

in a locomotive tender is being exhibited by the 
Economy Railway Appliance Company, Ltd., Montreal, 
Canada. The indicator operates on a pneumatic prin- 
ciple and is constructed with few mechanical parts. The 
gage is graduated and located on the backhead of the 
boiler in a position similar to that occupied by the 
locomotive water column and gage. 

The operation is as follows: The water which is 
in the tender passes through a pipe which must be exact 
in size and which is tapped into the feed pipe to either 
injector on the engine. The water passing through this 





RAILWAY 


1548D93 


ecowomy 
|DpaTenoen WATER LEVEY 
INDICATOR 











3 














The Arrangement and Application of the 
Economy Water-Level Indicator 


pipe seeks its own level. When a reading is required 
the water in this pipe is trapped and blown up to the 
gage in the cab by air at a pressure of 5 lb. This is 
accomplished by means of a three-way cock which is 
connected to a small lever in the cab. The air is 
obtained from the main reservoir and passes through 
a reducing valve. The air after having blown the water 
into the indicator passes through an opening at the top 
of the indicator, the water settling in the glass, thus 
giving the exact height of water in the tank, as the cali- 
brated indicator is scaled 1 in. per ft. 

When another reading is required, the water is drained 
from the glass by a trap valve at the bottom of the 
gage, and the lever pulled back, again blowing the water 
to the water-glass gage of the indicator. 


The Worthington Heater 
Drifting-Control Valve 


HE Worthington Pump & Machinery Corpora- 
tion, Harrison, N. J., has in its exhibit a drifting- 
control valve for use in connection with its loco- 
motive feedwater heaters. This is in response to the de- 
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The Type S Drifting-Control Valve for Worthington 
Feedwater Heaters 
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mand for a device to prevent the operation of the feed 
pump at a high speed and the consequent delivery of a 
large quantity of comparatively cold water to the boiler 
of the locomotive when it is drifting or standing and 
when there is little or no exhaust steam from the loco- 
motive available to heat the feedwater. 

This valve is shown in section in the drawing. It con- 
sists of a small balanced valve, closed by an adjustable 
spring and opened by a small steam piston, which is con- 
nected by a small pipe to the steam pipe of the locomo- 
tive. The valve is placed in the pipe leading the exhaust 
steam from the feed pump to the feedwater heater. 
When the locomotive is in normal operation with the 
throttle open, the pressure of steam from the steam 
pipe of the locomotive holds the valve open and the feed 
pump operates normally under control of the throttle 
valve of the pump in the cab and exhausting freely to 
the heater. When the throttle of the locomotive is closed, 
or opened only to the drifting position, the valve is 
closed by the spring and can pass only a small predeter- 
mined amount of exhaust steam from the pump.. When 
the locomotive is standing or drifting the quantity of 
water that can be delivered to the boiler is therefore 
limited, although the pump can still be stopped and 
started by its throttle valve in the cab. The drifting con- 
trol valves are adjusted at the factory to open with loco- 
motive steam-pipe pressures of about 50 Ib. and to close 
and limit the speed of the feed pump with lower steam- 
pipe pressures. However, this adjustment can be changed 
to suit the drifting practice of each particular railroad. 

As the drifting control valve is placed in the exhaust- 
steam line from the pump and serves, when closed, as a 
choke for the exhaust steam from the pump, it increases 
the back pressure on the steam piston of the pump and 
the steam consumption of the pump per gallon of water 
delivered. Therefore, any water delivered to the boiler 
of the locomotive when there is little or no exhaust steam 
from the locomotive to heat it, is heated to a high tem- 
perature because of the temporarily excessive steam con- 
sumption of the pump. 


The Hunt-Spiller 


Steam-Pipe Connections 


HE Hunt-Spiller Manufacturing Corporation, 
Boston, Mass., is exhibiting both rough and 
semi-finished castings suitable for throttle 
standpipe assembly and dry-pipe connections, such as 
throttle standpipe and throttle valves, dry-pipe sleeves 





The Hunt-Spiller Throttle Standpipe Assembly and 
Dry-Pipe Connections 
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and elbows, and steam-pipe joint rings. They are cast 
with a maximum density of Hunt-Spiller iron and 
are free from defects to assure a continuity of service 
in these parts. 


Air Compressor for 


Superheated Steam 


MONG the exhibits of the Westinghouse Air 
Brake Company, Wilmerding, Pa., is the recently- 
developed cross-compound air compressor for use 

on superheated and high pressure steam. 
Among the distinctive features of this compressor 





The Principal Parts of this Compressor Are Made of a 
High-test Cast Iron 


are a main valve made in one piece, single cast concentric 
packing rings. as well as improved end cover structure. 
The reversing valve is of the piston type instead of a 
slide valve, thus reducing friction and improving lubri- 
cation under high steam pressures. An improved means 
is used for fastening the high-pressure steam piston to 
the rod, and for operating the reversing valve rod. The 
gaskets used at top and bottom of the steam cylinders are 
Cobestos, with ample land between the parts to insure 
against leakage. Piston rods are larger than in the 
standard compressor and made of chrome-nickel steel. 

The outstanding feature, however, is the material used 
in important parts. The cylinders, pistons, main valve 
and bushings, reversing valve and bushing, are all made 
of Wabcoloy a high-test cast iron developed by West- 
inghouse metallurgical experts after a long period of 
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research. This metal is said to be much stronger than 
ordinary gray cast iron, with a fine uniform grain struc- 
ture that takes an exceptionally good finish, and develops 
a high resistance to wear. 


Shoemaker Safety 


Fire-Door Closer 


HE National Railway Devices Company. Chi- 
cago, has on display at its booth an automatic 
device for closing fire doors if a blow-out occurs 
in the firebox when the door is cracked. This device 
is designed for application to the Shoemaker radial 
No. 2 fire door. 
When it is desired to crack the fire door pet-cock H 
is turned to the right as far as it will go by a push on 
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The Arrangement of the Shoemaker Automatic Device for 
Closing “Cracked” Fire Doors 


rod K. This shuts off the port that admits main res- 
ervoir-pressure between the large and small pistons 
of the air cylinder, bleeds the contained air through 
port J out from between these pistons, and moves 
parts M, N, O, and P from their firing positions to 
the dotted line positions Q, R, S and T, respectively. 
Thereafter, by a pull on lever G, by downward pres- 
sure on lever L, or by foot taps on pedal A, the doors 
can be cracked as desired. The cracking lever G is 
never fastened, but remains in the position shown in the 
drawing, subject to the slight change caused by the open- 
ing of the upper door, in which it is free to rotate. 
Pulling rod K turns pet-cock H to the left, closes 
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bleed port J, and admits main reservoir pressure be- 
tween the large and small pistons of the cylinder, clos- 
ing the doors. 

With the doors cracked, a push on this hook-up 
from within the firebox, such as a blow-out would 
cause on plunger 7: within sleeve U through the boiler 
and firebox sheets, would turn air in between the pis- 
tons and close the doors. Experiments disclose that 
a slight pressure of only a few ounces against plunger 
T is necessary to close the door. 


Alco One-Piece 
Truck-Box Cellar 


CELLAR for trailer-truck boxes, which combines 
in one piece the cellar and end cover, is being ex- 
hibited by the American Locomotive Company, 























The Alco One-Piece Cellar Trailer-Truck Boxes 


New York. Two bolts secures the cellar in place to the 
truck box to facilitate the repacking of the cellar and 
the renewal of bearings. 

The cellar consists of part 1 which is the cellar proper 
and part 2, the lid. The bolts AA hold the cellar in 
place while C is a projecting ledge at the back of the box 
which acts as a dust guard. The mouth opening B is 
designed to take a standard A. R. A. lid. 


Edwards Locomotive 
Cab Window-Sash 


WO all-brass sashes for locomotive cab windows, 

which are made along the standard lines of wooden 

window sash, are being exhibited by the O. M. Ed- 
wards Company, Syracuse, N. Y. The windows are of 
heavy brass, solidly riveted and reinforced by a 1%-in. 
longitudinal brass strip, there being no vertical strip. 
The sash is entirely rubber cushioned and vibrationless. 
A one-piece runway guide for both sashes assures accu- 
rate alignment and a tight fit when closed. 

The Edwards exhibit also includes various examples 
of developments in passenger car windows and ventila- 
tors. Among these are a Dennis ventilator located on 
the window sill, individually operated by the passenger, 
and a dining-car window with ventilation vents on each 
side of the window frame. Several new designs of win- 
dow lifters and of window screens are also being shown. 
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Water Cooler 


RINKING water at proper temperatures for both 

shop and office workers is a necessity if the great- 

est efficiency is expected. Tap water is not 
palatable even if kept flowing continually, and in that 
case it is expensive as well. Cooling water with ice is 
both expensive and unsatisfactory, since the temperature 
is not constant. The mechanical cooler is the most 
economical means of reducing city water from the usual 
summer temperature of about 80 deg. F. to the palatable 
drinking temperature of 50 to 55 deg. 

A water cooler of rugged construction, designed 
for railroad, mill and factory use, as well as for offices, 
has been developed by the Sunbeam Electric Manu- 
facturing Company, Evansville, Ind. The cooler which 
is designated as Type W, is on exhibit in space No. 28. 
The cabinet is of heavy steel construction and covered 
with a durable enamel. It is mounted on legs 16 in. 





Rear View of the Sunbeam Water Cooler With Cabinet 
Lid Removed 


from the floor, providing ample room for sweeping 
underneath. The insulation is extra heavy to insure 
the minimum loss of cooling. 

The cooler delivers three gallons of water an hour, 
reduced from 80 to 50 deg. F. This amount of water 
is sufficient for 25 to 35 persons in summer tempera- 
ture, depending on the class of work. There is also a 
reserve of four gallons of cooled water. The bubbler 
is mounted at the convenient height of 40 in. from the 
floor. Plain bubblers or those in combination with a 
faucet can be supplied. Coolers can also be furnished 
with two bubblers. 

The cooling unit has been in actual service as a 
household refrigerator unit for more than five years. 
It is equipped with a rotary compressor, which is posi- 
tive in operation and extremely quiet. The cooling 
unit can be removed from the cabinet by simply remov- 
ing the cabinet lid and lifting the unit out. It weighs 
120 Ib. The refrigerant used is sulphur dioxide and the 
unit is charged and sealed at the factory. 
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The cooler has an adjustable temperature control. 
The compressor is driven directly by the motor and 
there are no belts. A combined safety switch and 
thermal overload relay are provided, which dispose of 
the need for fuses. There are no valves in the com- 
pressor. Only the motor requires oiling, a few drops 
twice a year. The cooler is portable and is 40 in. high, 
26 in. wide and 27 in. deep. It weighs 220 Ib. 


Dexter Reseating Tools 
for Feedwater Heater 


HE Leavitt Machine Company, Orange, Mass., 
has on exhibit at its booth the Dexter reseating 
tools for use on valves of the Worthington locomo- 
tive feedwater heaters. The outfit consists of a self- 
alining, non-chattering cutter which is driven by a spindle 
inside of a sleeve that is centered by a clamp which fits 
the opening above the seat. The sleeve is attached to 
the clamp by means of a threaded surface to make it 
solid and non-floating. The cutter is centered at the 
bottom by means of a pilot. The tool is centered at the 
top and bottom in this manner to insure alinement of 
the drive shaft with no walking or side play. 
The cutter is operated by a ratchet handle from the 
top of the drive shaft, making it possible to reseat the 
valves while they are in place in the feedwater heater. 
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The Dexter Tools for Reseating the Valves of a Worthington 
Feedwater Heater in Place on the Locomotive 





The equipment is adaptable to both the Worthington BL 
heater and to the hot-water pumps of, the type S equip- 
ment. When used on the BL heater, the tool will re- 
face not only the suction and discharge valve seats but 
also the discharge valve deck bushings. The outfit is 
designed to make it possible to reseat the valves of the 
Worthington feedwater heaters while the pump is in 
place on the locomotive, making it unnecessary to re- 
move the heate: for this purpose. 
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